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HIGH FREIGHT RATES 

Those who are determined to show that the rail- 
roads are enjoying rates that are too high, having failed 
in their efforts to convince a sufficient number of people, 
or the right class of people, that rates are so high that 
they interfere with commerce and thus hamper rather 
than help the railroads themselves, have now taken an- 
other tack. Their idea now is, apparently, to show that 
the carriers are not managed “honestly, efficiently, and 
economically,” as the transportation act says they must 
be managed in order to be entitled to the rate of return 
it authorizes the Commission to endeavor to procure 
through its adjustment of rates, and, therefore, that rates 
should be reduced. We have this idea plainly in the 
petition filed with the Commission by W. H. Johnston, 
president of the International Association of Machinists, 
requesting an investigation of the expenditure of rail- 
road funds for the maintenance of equipment since last 
July, and somewhat indirectly in the bill introduced by 
Senator Johnson of California, providing that no railroad 
may declare a dividend until the Commission has certi- 
fied that it is adequately equipped in all respects to meet 
the reasonable requirements of the public. 

Even assuming that the facts as stated by these two 
gentlemen and their logic and that of those who agree 
with them are correct—that the railroads are not main- 
tained as they should be and that, therefore, rates, un- 
der the transportation act making the right kind of man- 
agement a condition of consideration in the matter of 
the rate level, should not be as high as the Commission 
has permitted them to be in order that the carriers, as 
a whole, might earn five and three-quarters per cent on 
their valuation—might it not be said in reply that the 
tailroads have not earned anywhere near that five and 
three-quarters per cent, and that the Commission, even 
under the Johnston and Johnson theory, no matter how 
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much it investigated and how much it might agree with 
that theory, could do no more than ratify its establish- 
ment of the present level of rates, which was intended 
to produce a greater revenue but which has failed in its 
purpose? In other words, even under the theory we have 
been describing, has not a balance been struck by the 
failure of the rates in question to produce the revenue 
intended, and are not the railroads, even now, in this 
failure to earn what the Commission found to be proper, 
being punished sufficiently for any failure on their part 
to bring about efficient management? 


COMMISSION APPOINTMENTS 

Senator Harris, of Georgia, made a plea in the Sen- 
ate the other day that the South kave representation on 
the Interstate Commerce Commission and other federal 
tribunals. The inference from his remarks is that, if the 
South had such representation, discrimination against 
that part of the country in matters relating to transpor- 
tation would be the more quickly removed than under 
existing conditions. 

There is no reason why a vacancy on the Commis- 
sion should not be filled by an appointment from a 
southern state—provided, of course, the appointee has 
the necessary qualifications. While, under the interstate 
commerce act, there are no geographical restrictions im- 
posed on the President with regard to Commission ap- 
pointments, it is, no doubt, just as well that the com- 
missioners should not be selected from one section of 
the country. 

The objectionable thing that seems to be in the 
senator’s mind, however, is that there should be sec- 
tional representation so that each part of the country 
would get a square deal from the Commission. He gives 
an illustration himself that shows how, regardiess of how 
the Commission is made up, from the geographical point 
of view, the Commission gives relief where itis demon- 
strated that relief should be given. He tells of a protest 
by himself and other senators that resulted in a read- 
justment of rates to southeastern ports. 

A member of the Commission is not supposed to be 
an advocate for the part of the country from which he 
comes to Washington. The assumption is that the Com- 
mission deals with the cases before it on the merits of 
the propositions involved. If the South is discriminated 
against, the way to obtain relief is to present the facts 
to the Commission and not by having members ap- 
pointed on the Commission from that region. If there 
are men in the South qualified for commissionerships— 
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as, of course, there are—there is no reason why they 
should not be considered when vacancies on the Com- 
mission occur. That is assuming, of course, that pol- 
itical considerations are not involved when selections 
are being made. We think Congress was wise, however, 
in not imposing any geographical restrictions on the 
President in the matter of appointments on the Com- 
mission. 

It is notable that, in the resolutions adopted by the 
Associated Traffic Clubs of America on this subject, 
there was nothing with regard to geographical distribu- 
tion of these appointments, but merely a representation 
that appointments should be made with sole view to 
fitness. We think that is the test. We see little in the 
view that sections should be represented in the personnel 
of the Commission. It may be that something would be 
legitimately gained by having a representative of a sec- 
tion on the Commission who was acquainted with the 
transportation problems in that section, but usually an 
appointee to the Commission knows as little of such 
problems in his own section as in other sections, and the 
only advantage to the section from which he comes in 
having him on the Commission would be in the way of 
“pull,” which, of course, would not be a legitimate ad- 
vantage or one that could be asked. We think every- 
body’s interests will be protected if we can have “fit” 
men appointed to the Commission, no matter whence 
they come. A commissioner who comes from Maine will 
be as fair to California as would an appointee from Cal- 
ifornia, if he is fit for the job. If he is not fit he does 
not belong on the Commission, wherever he hails from. 

President Harding made his appointments for the 
two vacancies occurring on the Commission December 
31 before the Associated Traffic Clubs had formally 
communicated with him, though he may have taken note 
of their action. In any case, they ought to be pretty 
well satisfied with what he did. 


POSTOFFICE EARNINGS 

An attack on the Post Office Department’s way of 
keeping its accounts has been made by Gen. Charles G. 
Dawes, first Director of the Budget, formerly Comp- 
troller of the Currency, a Chicago banker. His desire 
is to have the accounts stated in such way as to make 
impossible claims by postmasters-general that the de- 
partment has earned a surplus. Such claims have been 
made by postmasters-general of both political parties. 
Accountants have always scoffed at such claims. Re- 
ports under proper rules, we believe, would have shown 
that no postmaster-general ever earned anything more 
than what the Interstate Commerce Commission calls 
an operating income; the best any postmaster-general 
has ever done has been to take in more than he paid out; 
no postmaster-general ever had anything left after he 
had charged himself with interest on the hundreds of 
millions invested in buildings and other property; no 
postmaster-general has ever had a margin he could put 
into the treasury, knowing that he had paid every bill 
and feeling reasonably sure that he would not have to 
ask Congress. to give him back any money so covered 
into the treasury; no postmaster-general has ever had 
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what an accountant would call a profit. Postmaster- 
General Frank H. Hitchcock, under President Taft, and 
Postmaster-General Albert S. Burleson, under President 
Wilson, had operating incomes—that is, they did not 
pay out as much to operate the department as they took 
in—but they did not charge themselves with interest on 
the buildings used or bear any of the other burdens that 
must be borne by the manager of a railroad, a grocer’s 


‘shop, or a factory before he can honestly say he has 


made money with the money advanced to him by the 
owner for the purpose of carrying on the business. 

In a speech to the Chicago Association of Credit 
Men General Dawes said the Post Office Department 
had “submerged” a balance sheet prepared for it at his 
request and had done nothing toward putting the ac- 
counts of the department on a basis that could be under- 
stood by business men, though the balance sheet and an 
operating statement also prepared at his instance had 
been available to the department by April 1, 1922. 

The report on operations for the first quarter of 1922 
shows a deficit of $16,190,000. General Dawes said the 
report indicated a deficit for the calendar year just end- 
ing of about $64,000,000. 

In the balance sheets, one dated January 1, 1922, 
and the other dated April 1, 1922, the fixed assets of the 
Post Office Department were set down as $267,150,294. 
The land owned by the government and used by the 
department, in the schedule of fixed assets, was set down 
as being worth $50,000,000, the buildings at $200,000,000, 
and the equipment at $17,150,296. 

The report on the accounting methods of the Post 
Office Department was made by F. C. Furlong, presi- 
dent of the Otis Elevator Company; J. C. Knapp, vice- 
president of the company in,charge of accounting; and 
four assistants. They served as $1 a year men. Gen- 
eral Dawes said the chances were that no civilian organ- 
ization could have hired, at any price to do this work, the 
men who prepared the report for him. Considering the 
experience of the men who went to the trouble of show- 
ing the Post Office Department how to make up a bal- 
ance sheet and get started in the way of right accounting, 
he said, the work could have been cheap had they 
charged $100,000 for doing it. Yet, he pointed out, noth- 
ing had been done either by the Post Office Department 
or Comptroller-General McCarl. On the contrary, he 
said, the report and the balance sheet had been sub- 
merged, or thrown into the waste basket, or allowed to 
gather dust in a pigeon hole. 


Under the accounting rules now used, it has been 
possible for the postmasters-general to say they had sur- 
pluses. Misleading reports by postmasters-general have 
been used by advocates of government ownership or 
government control to prove that the government could 
operate railroads and other things now operated by men 
who have to show a profit or lose their jobs. 


The criticisms by the former Director of the Budget 
have come to the attention of Postmaster-General Work 
and his subordinates who have charge of accounting 
methods. At the office of Solicitor Stewart, of the Post 
Office Department, who has direct charge of the account- 
ing to show the expense of operating the department, it 
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was said that the plan submitted by the former Director 
of the Budget was still under consideration in both the 
office of the Postmaster-General and of the Comptroller- 
General. Accounting is of vital concern to Mr. Stewart 
now because Postmaster-General Work, some months 
ago, initiated an inquiry into the sufficiency of parcel 
post rates. One of the things the Post Office Depart- 
ment will undertake to show is that the cost of carrying 
the parcel post business is not as great as the railroads’ 
have said it was. Until the figures are made up, it is 
suggested, it will not do to change the accounting meth- 
ods of the Post Office Department. 

General Dawes said he did not have fault to find 
with Postmaster-General Work, but he did think it un- 
reasonable to have subordinates hold up changes that 
were intended to put the accounts of the department on 
a basis that would mean something to business men. 

In his annual report, an abstract of which appeared 
in the Traffic World, December 9, p. 1252, Postmaster- 
General Work reported a deficit for the fiscal year ended 
June 30, 1922, amounting to $60,815,400.36. He con- 
gratulated himself, however, on the fact that that deficit 
was $20,571,896 smaller than the preceding year. It was 
achieved, he said, by economies because the rates for the 
carriage of the mails, established by the Interstate Com- 
merce Commission, had remained the same and no 
change had been made in the rates of postage, either let- 
ter or parcel post. 

General Dawes, apparently referring to the figures 
given out by the Postmaster-General at about the time 
Dawes was making his speech, said the figures bore out 
the estimate of a deficit of $64,000,000 indicated by the 
operating statement for the first quarter of this year. 


INFORMATION FOR THE PUBLIC 

We commend the spirit of the statement issued by 
the Western Railways Committee on Public Relations, 
published in last week’s Traffic World, with respect to 
the present agitation for reduction in freight rates. 
There should be more of that sort of thing by the rail- 
roads. If they are silent in the face of attacks by their 
foes or the appeals of the ignorant who believe that the 
railroads are getting more than they should have, they 
have themselves chiefly to blame if the public has an 
erroneous idea as to railroad revenue and the level of 
rates. 

The statement in question points out the reductions 
that have been made in the last year and compares the 
price of transportation with commodity prices. As a 
plain statement of the present situation it is unanswer- 
able and should have wide circulation. If newspapers 
and magazines will not print it free, the railroads should 
pay for it as advertising and should keep doing it until 
the public, if only through the force of constant repeti- 
tion, gets its ideas straightened out. 





RAILROAD ADVERTISING 


“Newspaper advertising is going to play an important part 
in railroad development within the next few years. Railroads, 
like retail merchants, have found in this daily visitor to the 
homes and places of business of its patrons—actual and po- 
tential—a perfect messenger. This is the reason,” said Pas- 
senger Traffic Manager Chas. S. Fee of the Southern Pacific 
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Company, “that the Southern Pacific selected more than 500 
daily and weekly newspapers to help in carrying out a plan 
whereby the people of California can themselves help bring to 
California settlers of their own selection. 

“The Southern Pacific Company regards advertising as a 
necessary and efficient aid to service, and has used it exten. 
sively. It has used it solely for the purpose of making our 
service more generally available and of greater value. Every 
advertisement placed by Southern Pacific deals directly with 
service, either to its patrons or for the upbuilding of the state. 

“The Southern Pacific spends every year many thousands 
of dollars in advertising. We employ a great variety of me. 
diums, but for certain purposes we find the newspaper our 
most efficient helper. 

“Our plan for bringing settlers to California includes placing 
a series of half-page and full-page advertisements in daily and 
weekly newspapers throughout the state. Each advertisement 
calls attention to the special opportunities California offers 
settlers of all kinds, both agricultural and industrial. Readers 
are invited to send to the company the names of friends in the 
East or elsewhere who might be interested in making their 
homes in California, and to these people the Southern Pacific 
Company will send the entire series of advertisements—a set 
of booklets prepared by Californians, Incorporated; the All- 
Year Club of Southern California; San Diego-California Club, 
and other matter giving detailed information about the dif- 
ferent sections of the state. Also literature will be sent con- 
cerning any particular community requested. 

“The Southern Pacific Company within the last ten years 
has brought more than 5,000,000 tourists and settlers from the 
East to the Pacific Coast, and in that time expended more than 
$5,500,000 in advertising. 

“California, with its endless undeveloped resources, needs 
people and capital more than anything else. The Southern 
Pacific Company has done, and will continue to do, its share 
toward bringing the right kind of people to this state, and will 
continue to count the newspaper as its most efficient aid in 
this work.” 


INJUSTICE TO THE SOUTH 
The Trafic World Washington Bureau 


“I wish to call the attention of the Senate to the fact that 
south of the line drawn from Baltimore to San Francisco, which 
embraces the entire South and one-half of the country, there is 
no member on the Supreme Court, the Interstate Commerce 
Commission, the Federal Trade Commission, and other commis- 
sions,” said Senator Harris of Georgia. 

The senator said he was not referring to the matter in any 
partisan or sectional spirit and that he had no aspirants to 
suggest, but that he did think that, on account of conditions 
peculiar to the South, that section should have representation 
on the Interstate Commerce Commission and other federal bodies. 
In the last administration, the senator said, he protested against 
the injustice done the South in the matter of appointments. 

“The commercial conditions in the South are different from 
other sections,” said he, “and it is all the more important that 
we should have representation on the Interstate Commerce 
Commission, which fixes the rates for freight and passengers. 

“Until two years ago, when I joined several senators and 
succeeded in getting the rates lowered from the Southeast, the 
railroad rates fixed by the Commission from the Middle West to 
southeastern ports were higher than to the eastern ports and 
discriminated against the Southeast. We protested against this 
injustice, and the Commission lowered the rates to make them 
fair to all sections. 

“The South is discriminated against in the matter of ocean 
freight rates on cotton and other products. I have urged, and 
will continue to urge, that this injustice to the South be reme 
died. I have discussed this matter with several senators on the 
other side of the chamber—Republicans—and they agree that 
it is a great injustice to the South and should not remain so.” 

Senator Harris mentioned Judson C. Clements and said that 
it was conceded by all that he was one of the ablest and best 
men who ever served on the Interstate Commerce Commission. 
He said that, under date of November 29, he had written Presi- 
dent Harding, requesting his consideration of the fact that the 
South had no representation on the Commission and other bodies. 


MEYER I. C. C. CHAIRMAN 


The Trafic World Washington Bureau 


The Commission announced December 29 that, pursuant to 
the policy adopted in 1911 that the term of office of the chair- 
man should be filled from year to year in the order of seniority 
of service, Commissioner Meyer had been unanimously elected 
to serve as chairman for 1923. 


INTERLOCKING DIRECTORATES, ETC. 
A. S. Ingalls was authorized to hold the positions of di: 
rector, president and vice-president of the Fort Wayne Union 
Railway in addition to positions previously authorized. 





Oe 


a a er a ee ee ee ee ee ee ee | 


ee ee oe? 








500 
lan 
to 


3 a 
en- 
our 
ery 
rith 
ute, 
nds 
me- 
our 


ing 
and 
ent 
fers 
lers 
the 
heir 
cific 

set 
All- 
lub, 
dif- 
con- 


Pars 
the 
chan 


Beds 
nern 
hare 
will 
d in 


ureau 


that 
hich 
re is 
erce 
\mis- 


any 
s to 
tions 
ation 
dies. 
ainst 


from 
that 
1erce 
gers. 
, and 
, the 
st to 
; and 
t this 
them 


ocean 
, and 
reme- 
mn the 
- that 
1 so.” 
1 that 
| best 
ssion. 
Presi- 
ut the 
odies. 


Bureau 


ant to 
chair- 
Liority 
lected 


of di- 
Union 


December 30, 1922 


% 








Current Topics 
in Washington 


°, 
% 





od 


Farmers and Freight Rates.—Even if it is a serious matter 
likely to cost the country millions of dollars, the inveterate 
believers in the worth of the command about not bearing false 
witness are finding it hard to wipe the smiles off their faces 
as they think of the cracks showing in the various blocs in 
Congress that have emulated the three tailors of Tooley street 
to the extent of claiming to be the only simon-pure progressives. 
The progressives are unable to agree on what kind of relief 
the farmer needs—whether it is the kind that is proposed by 
Senator Norris of Nebraska or somebody else. Nor can the 
aforementioned believers help thinking about what will happen 
when the farmers of the middle west find out that one of the 
chief reasons why freight rates cannot be brought down is 
the fact that government control added $2,000,000,000 to the 
annual expense account of the railroads and that another is the 
immense increase in the cost of coal. Rates, of course, might 
be cut by legislative enactment, as proposed. It might be sug- 
gested that, for many years, it has been a common saying 
that one might lead a horse to water, but that making him 
drink was “something else again.” In the course of time, the 
farmers who have been put farther away from the market than 
they were before the war by the abandonment of the Coal Rail- 
road branch of the Chicago & Eastern-Illinois and the proposed 
abandonment of the Chicago, Peoria. & St. Louis, will find out 
that, if they voted for the election of any of the progressives 
who so eagerly support demands of union labor without regard 
to their reasonableness, they helped put themselves off the map. 
The chances are that, if the railroads in question had been 
allowed to negotiate with their men without outside interfer- 
ence, some kind of arrangement would have been made whereby 
they could have been continued in operation. They lived be- 
fore the war. There are fewer men now than then to do the 
manual labor of the country, it is true. However, it is suspected 
that a good many railroad men who will lose their jobs by rea- 
son of the abandonment of railroads, will come to the conclu- 
sion that it would have been better for them, in the end, if 
they had consented to rates of pay that would have assured 
the continued operation of the roads that have been or are 
about to be abandoned, than to have insisted on the rates of 
pay figured for them by strangers, and forced the railroads to 
be abandoned. What they have done, they may conclude some 
day, was about as foolish as were the Grangers, who, a genera- 
tion ago, proposed tearing up tracks and burning railroad build- 
ings because they believed the railroads were wholly inimical 
to their interests. The farmers some day may find out that 
the railroad owners are not much better off than they have been, 
and that the only class that has improved its condition since 
the beginning of the war is that which has had the benefit of 
close-knit organization, backed by politicians too cowardly to 
tell them that, when organized labor practically doubles its 
wages, the losers are bound to be the unorganized farmers and 
the unorganized owners of railroad securities. But the educa- 
tion of the farmers, as usual, will be expensive. At least those 
who refuse to run after three-legged calves of “progress and 
reform” made by self-dubbed progressives, believe it will be. 
The blocs in the Senate, unable to agree on legislation for the 
farmers, may be expected to talk and talk and talk so the ap- 
propriation bills will fail and thus force an extra session of 
Congress next spring. If the extra session is forced, either 
through the talking of the blocs or the insistence of the admin- 
istration on the ship subsidy bill, then tinkering with legis- 
lation will be at least attempted and the country’s business 
kept in an uproar when what it most needs, according to most 
doctors, is quiet. If there is to be an extra session and talk 
about revising the interstate commerce law, a pertinent inquiry 
may be as to how many millions investors may be expected to 
lend for the buying of equipment for railroads that may not 
be allowed to earn even four per cent. That, it is believed, 


would be an intensely practical question for the bloc to answer 
before it begins work. 





Daugherty Impeachment’s Collapse. — Attorney - General 
Daugherty’s accuser—Representative Keller of Minnesota—has 
had a nervous breakdown, almost coincident with the collapse 
of the so-called case against the head of the Department of 
Justice. No one having the rudiments of law as a distant bow- 
ing acquaintance ever took Keller or Jackson Ralston. attorney 
for the American Federation of Labor, at all seriously in that 
case. Ralston is always the faithful geyser of Gompers et al., 
spouting large words and making gestures of saving all that 
is dear to liberty loving Americans. But there are perhaps 
100,000,000 Americans who have never heard of Ralston and 
who are inclined to have respect for a member of Congress 
because most members of Congress, contrary to the ideas of 
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cynics, are respectable, even if occasionally they do yield a bit 
to demagogic considerations. Therefore, Keller’s sonorous 
declaration that he impeached Harry M. Daugherty of high 
crimes and misdemeanors probably gave them a thrill. Keller, 
according to the gossip, “fell” for the perfervid declamation of 
the professional reformers attached to the staff of a chain of 
professional reform newspapers that they “had the goods” on 
Daugherty. He crawled out on a limb of assertion, insisting 
that the House committee on the judiciary indict Daugherty 
on his mere say-so that Daugherty had committed sundry 
crimes, promising, after the committee had voted the indict- 
ment, to tell it when, where, and how the unspecified crimes 
had been committed. When the committee showed inclination 
to insist on being told beforehand, Keller and Ralston said the 
committee was unfair and biased. If they had not initiated the 
trouble, they probably would have insisted that they were being 
“framed,” which was the defense labor leaders set up for those 
accused of dynamiting the Los Angeles Times building. After 
the professional reformers persuaded Keller to crawl out on 
a limb, the American Federation of Labor, according to the 
“dope” on the subject, came in, if it did not inspire the original 
move, seeking an opportunity to “get” Daugherty for having 
asked for the injunctions in the shop crafts’ strike. Daugherty, 
against the protests of some good men, had appointed William 
J. Burns, head of his secret service. Burns was instrumental 
in running down the dynamiters. Therefore, the labor leaders 
had two reasons for backing the impeachment case. If they 
could get Daughtery’s scalp they would also land that of Burns. 
But Keller, when summoned to appear as a witness to tell the 
things he believed would support his charge, went into a case 
of near nervous prostration, leaving practically nothing on the 
record other than his unsupported accusation about unspecified 
crimes and Ralston’s excuses for Keller’s failure to make good. 





More Cause for Laughter.—While one chain of reform pub- 
lications has opened its guns on Daugherty and Secretary Mel- 
lon, another chain of professional reform agencies (it is hardly 
proper to call them newspapers, because they are really only 
propagandists for one thing or another) has exhausted its sup- 
ply of commendatory adjectives for nearly everything they have 
done. It has not approved the injunction Daugherty procured 
because it plays to organized labor, too, but it has commended 
about everything else. Evidence of professional jealousy among 
the conservators of the “rights of the plain people”. Probably. 
That wing of the “guardians of the plain people” has gone so 
far as to declare that the surtaxes on incomes are too high 
to be maximum producers of revenue. It is usually a shock to 
a man who does not own diamonds, to find that the customs 
tax on diamonds is only 10 per cent, while taxes on ordinary 
things run as high as 60 per cent. Wise old tax-gatherers, 
however, know that any higher rate is merely an invitation to 
smugglers to devise new ways for getting diamonds into the 
country without paying anything. When the duty on a handful 
of stones becomes $4,000 or $5,000 it pays to send a man across 
the ocean with the diamonds in a place where the collector 
of customs will not find them. In the same way men with 
large incomes hunt out tax-exempt securities, bonds of cities, 
counties or states. They balance their books so carefully that 
they avoid paying the 58 per cent income surtaxes by buying 
the bonds of cities and states. Such bonds the government 
cannot tax because the constitution forbids it. Mellon, a very 
rich man, has said that the law in that respect must be changed 
if the government wants to get any money. It must be changed 
because the man who has been able to hire other men at a 
profit to himself so great that congressmen think he should pay 
more than half of his profit to the treasury, is usually able to 
hire men who can find places for his surplus cash outside the 
reach of the government’s tax-gatherers. And the professional 
reform string of papers not backing the impeachment of Daugh- 
erty approves what Mellon says, as being good sense. Mellon 
argues that, if the Constitution is changed or the rate is re- 
duced, the very rich will have no incentive to put their money 
into state, city, and farm loan tax-exempt bonds, and that the 
government will really be better off under the changed law 
than under the existing one. The antipodal position of the two 
chains of professional reform publications suggests the thought 
that, perhaps, in the fulness of time, there may be so many 
rival organizations of reform chain publications that the pro- 
letariat, long misled and bamboozled by the professional uplifter, 
conservator and friend of the poor, may get the truth through 
its self-appointed “friends.” 





Australian Transcontinental Line—Australia may be laying 
the foundation for a Southern Pacific-Central Pacific-Union Pa- 
cific kind of shindy a century or so hence. The prime minister 
of Australia, according to report to the Department of Com- 
merce, has announced the government’s intention to resume, at 
an early day, the construction of the North-South Transconti- 
nental Railway, to connect Adelaide, S. A., with Port Darwin, 
North Territory. About 1,100 miles of line remain to be con- 
structed before the north and south coasts can be connected. 
The parts already built, one from the south coast and the other 
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from the north coast, have approached the central arid or semi- 
arid region which cannot be expected to originate much traffic 
for a long time. The administration in power in the common- 
wealth of Australia is not exceptionally optimistic about the 
matter. It is building a three-foot-six-inch-gauge railroad. The 
part, the construction of which is contemplated now, is 300 
miles long, leaving 800 miles still in the dim future. The line 
is expected to lose about $850,000 a year. The cost of con- 
struction is estimated at 3,215,000 pounds sterling for the track 
and 148,000 pounds for rolling stock. 





The Commission’s Chairmanship.—In accordance with a 
resolution adopted a number of years ago, Commissioner Meyer 
was due to become the chairman for the year beginning January 
1, 1923. The resolution, adopted in the latter part of 1910, when 
Martin A. Knapp, who had been chairman for many years, 
resigned to become a United States judge, provided for rotation 
in office according to the seniority of the commissioners in the 
matter of service. It was then contemplated that the term 
should run with the calendar year. The late Franklin K. Lane, 
resigning in March, 1913, to become Secretary of the Interior, 
caused a vacancy in the chairmanship which threw the begin- 
ning of the yearly term of the chairman to March 17. Com- 
missioners Woolley and Eastman, when the turn of the former 
came to serve as chairman, stepped aside because they were 
exceedingly junior in their service, and Edgar E. Clark was put 
in for more than a year, in an effort to restore regularity. He 
resigned in August, 1921, and it was then necessary to make 
another effort to get the rotation rule and the calendar into 
coincidence again. Therefore, Charles C. McChord was chosen 
to serve until the end of 1922, that being his second service 
as chairman. Commissioner Meyer had also served as chair- 
man one year when the rule of rotation and seniority brought 
him forward as the successor to Chairman McChord. 

A... &.. H. 


RECOVERY OF EXCESS EARNINGS 


The Trafic World Washington Bureau 


The first suit attacking the constitutionality of the excess 
earnings provisions of section 15-a of the interstate commerce 
act has been filed in the District Court of the United States for 
the Eastern District of Texas by the Dayton-Goose Creek Rail- 
way Company. The defendants are the United States, the Com- 
mission and Randolph Bryant, U. S. district attorney for the 
Eastern District of Texas. The Commission received official 
notice of the filing of the suit December 27. The first hearing 
will be held January 25 at New Orleans. 

It had been expected that one of the larger railroads would 
be the first to attack the recapture clause in the courts. The 
Dayton-Goose Creek is a short Texas line between Dayton and 
Goose Creek and Baytown, Tex. The New Orleans, Texas & 
Mexico Railway Company, which controls the Gulf Coast Lines, 
recently filed an application with the Commission seeking au- 
thority to acquire the Dayton-Goose Creek. 

After setting forth the fact that the Commission had issued 
orders requiring compliance with the recapture clause and that 
demand had been made for the payment of $10,833.12 for the last 
four months of 1920 and $16,833.49 for 1921, these sums repre- 
senting one-half of the excess earnings reported by the carrier, 
the company alleges that the orders and demands and the re- 
capture clause are wholly void because in contravention of the 
Constitution of the United States. 


The suit alleges that the recapture clause is null and void 
because in contravention of the Fifth amendment to the Consti- 
tution, which provides that no person shall be deprived of life, 
liberty or property without due process of law. 

“The property of complainant devoted to common carrier 
uses and purposes and owned by complainant, while devoted to 
a public use, is nevertheless the private property of the com- 
plainant, and remains its private property notwithstanding such 
use; and the income, revenues, receipts, moneys and profits 
arising from use of said property as a common carrier, or other- 
wise, becomes, is and remains the private property of complain- 
ant, and cannot, consistently with said amendment to the Con- 
stitution, be taken from the complainant without due process of 
law, and cannot be taken by mere arbitrary enactment by the 
Congress of the United States,” the complainant alleges. 

The company makes the point that all of the revenue, in- 
come and profits shown by it in the reports to the Commission 
did not arise nor accrue from the collection of charges for trans- 
portation of persons or property, nor from services incident 
thereto, but that a substantial portion of such net income arose 
and accrued from sources other than the transportation of per- 
sons and property and services incident thereto. It says such 
income arising from non-carrier sources is not charged in any 
manner with any public use nor is it in any manner affected 
with a public interest. It says no provision is made for a separa- 
tion of the revenues and that even if Congress had the power 
to take private property for public uses, it could not have and has 
not the power to take any part of the rents, revenues, income 
and profits which accrued to it from rentals, leases, trackage 
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rights, interest or any other source wholly disconnected and 
separated from its transportation or carrier services and the 
charges and receipts therefor. 

The company says all income and savings resulting from 
efficient and economical management, favorable location and 
density of traffic accruing to it under just and reasonable rates, 
charges and practices, were, became and remained the private 
property of complainant. It contends that the rates charged dur- 
ing the periods involved must be held and deemed to be just, 
reasonable and non-excessive, because such rates were fixed by 
the Texas Railroad Commission and the Interstate Commerce 
Commission. 


“Complainant says that neither the Commission nor the Con- 
gress of the United States has power to compel complainant to 
refund to the public by paying to the Commission for public 
or private use, or to place in said reserve fund, subject to use 
only for certain limited and restricted purposes, any part of the 
rates, fares and charges collected by it,” the company alleges. 

Alleging that other roads have not earned the net authorized 
by the act, the complainant says it cannot be segregated and 
singled out and have taken from it a proportion of earnings 
which it was able to obtain by virtue of its favorable location 
and traffic control and which substantially all arose from fair 
and just divisions with other lines less favorably situated as to 
density of traffic originated per mile of road operated by such 
lines. 


The allegation is made that the reports in issue do not reflect 
the true facts as to property values nor as to the total final net 
earnings because the net earnings are subject to pending claims 
against complainant, including claims for alleged overcharges, 
for loss and damage, for injury to and death of persons, and foi 
claims by shippers with respect to the reasonableness, justness 
or legality of the rates, fares and charges collected by or par- 
ticipated in during the last four months of 1920 and in 1921. 
The complainant says while the general level rates, as between 
the company and defendants, must be presumed to be reason- 
able, yet specific rates, as between complainant and shippers 
paying such rates, are open to litigation and subject to claims 
that each and every rate is unreasonable. 


It contends that some claims will have to be paid and ex- 
pense incurred in defending such claims, and that no refund can 
be made to it therefor under the law. It says it has no means 
of knowing: the aggregate amount of such claims, and that it 
cannot know whether such payments will reduce its net to an 
amount below that authorized by the law. Neither section 15-a 
nor the rules and regulations of the Commission make any 
provision for refunds, the complainant says, and that even if 
Congress has the power to take the property of the complain- 
ant as provided by the act, the amount cannot now be deter- 
mined, and no amount could lawfully be taken until provision 
had been made for reparation to complainant to indemnify and 
protect it against the payment of claims. 


The suit raises the question of the power of the federal au- 
thority to take part of net income derived from intrastate busi- 
ness. The complainant avers that a large and substantial pro- 
portion of its income for the periods involved accrued from 
intrastate commerce wholly within the state of Texas and that 
it is not within the power of Congress to take any part of the earn- 
ings accuring from intrastate business and that to do so would be 
in violation of the Tenth amendment to the Constitution of the 
United States. It says that neither the law nor the Commis- 
sion has made or attempted to make any rule, regulation or 
provision by which excessive earnings, if any, in intrastate 
commerce may be separated or segregated from the earnings of 
the carrier in intrastate and foreign commerce. 


The company asks the court to stay the orders of the Com- 
mission, issue a temporary injunction and on final hearing to 
issue a permanent injunction. 


The Commission has issued no formal order requiring the 
payment of the excess earnings. Charles D. Mahaffie, directior 
of the Bureau of Finance, wrote a letter to the company, say- 
ing one-half of the excess reported should be paid to the Com- 
mission and that the other half should be placed in a reserve 
fund as provided by the law. 


RAILROAD OFFICIALS’ SALARIES 


In the salary tabulations in Volume 5 of the hearings be- 
fore the Senate interstate commerce committee on Senate Res- 
olution No. 23, part of which were printed in The Traffic World 
of December 23, an error apparently was made with respect 
to salaries of officials of the Chicago & North Western as to 
the period covering the six months ended June 30, 1921. The 
figures in that column were the same as those in the column 
under the period covering the ten months ended December 31, 
1920. Thus it would appear from the report that W. H. Finley, 
president, was being paid at the rate of $80,000 a year for 1921. 
The clerk of the committee was unable to explain the reason 
for the apparent error. Under the heading, Bangor & Aroos- 
took, the figure for the six months ended June 30, 1921, Percy 
R, Todd, president, should have been $15,000 instead of $30,000. 
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Decisions of Interstate Commerce Commission 





PROPORTIONALS ON COAL 


The Commission, in a report on I. and S. No. 1620 (mime- 
ographed without opinion or page numbers), has condemned as 
not justified the proposed cancellation of class D proportional 
rates on coal, both hard and soft, from west-bank Mississippi 
River points and Missouri to stations in Iowa. The carriers 
said the coal rate situation in Iowa was chaotic and they pro- 
oe to remove coal from the list of commodities taking class 
rates. 

In its report the Commission said that elimination of coal 
from the list of things to which the class D proportionals would 
apply would not have the effect of bringing about uniformity 
or order. It said the effect would be to increase the combina- 
tions on coal for which justification had not been shown. The 
class D proportionals were published on the basis of propor- 
tionals prescribed by the Commission in its decision in the 
Interior Iowa Cases, 46 I. C. C. 39, for application from and to 
points east of the Indiana-Illinois line to and from west-bank 
and interior Iowa points. They are governed by Western Clas- 
sification, which carries the class D rating on coal, and by 
exceptions to the classification. 

The Commission said that if it was desired to remove the 
application of class rates to coal there could be no valid ob- 
jection to the substitution, from the west-bank points to interior 
Iowa cities, of proportional commodity rates higher than the 
present class D proportionals. But, as a method for bringing 
order out of the chaotic condition of coal rates in Iowa, the 
Commission said elimination would not do. 


TARIFF ERRORS CORRECTED 


In a supplemental report on No. 9560, Meridian Traffic Bu- 
reau vs. Southern, Director-General et. al., opinion No. 8051, 74 
I. C. C. 372-8, the Commission has directed the correction of 
errors contained in its original report, 60 I. C. C. 5. In the 
original report the Commission prescribed reasonable maximum 
class and commodity rates between Meridian, Miss., and points 
in Alabama. On page 47 it directed the publication of a mis- 
leading description of live stock, and on page 50 a description 
= soap and related articles which did not clearly set forth its 
idea. 

It has directed the revision of the commodity description 
pertaining to live stock, so that it will read as follows: 


Ordinary live stock, as described below, subject to notes and rules 
as specified under “Ordinary Live Stock,’”’ in Consolidated Classifica- 
tion, in cars of 36 feet 6 inches or less in length. 


The item respecting soap and related articles is to be 
amended so as to read as follows: 


Soap, soap powders, washing powders, or scouring compounds or 
cleanin compounds, dry: When the value declared by shipper in 
writing in shipping order, or agreed upon in writing as the released 
value, does not exceed 20 cents per pound; in bulk in barrels or 
boxes or in inner containers, other than glass or earthenware, or in 
wrappers, in barrels or boxes, L. C. L 


The amendments were directed to be made so as to make 
certain the carriers will comply with the law forbidding limita- 
tions of value on ordinary live stock and will obtain released 
rate permissions in the case of soap, soap powders, and related 


articles, if they desire to publish rates of that character on 
cleansing articles. 


SOUTHEASTERN CATTLE RATES 


In a report on I. and S. No. 1563, live stock, to, from, and 
between points in the Southeast, opinion No. 8068, 74 I. C. C. 
419-26, written by Commissioner Esch, from which Commission- 
ers Daniels, Hall and Potter dissented, the Commission approved 
scales which had been agreed upon by shippers and carriers, at 
the hearing held on the leading case and related formal docket 
cases joined with it for hearing purposes. It ordered the scales, 
the first of which covers edible live stock, and the second, horses 
and mules, to be published not later than February 24 on statu- 
tory notice. The cases joined with the leading one were No. 
9966, Hudson Mule Co. et al. vs. Louisville & Nashville Railroad 
Co. et al.; No. 9967, Same vs. Louisville & Nashville et al.; No. 
10090, Hudson Mule Co. et al. vs. N. C. & St. L. et al.; No. 10469, 
Hudson Mule Co. et al. vs. A. T. & S. F. et al.; No. 11552, East 
Tennessee Packing Co., Inc., vs. Southern Ry. et al.; No. 12064, 
Birmingham Packing Co. vs. Illinois Central et al.; No. 13615, 
Southeastern Live Stock Association vs. L. & N. et al.; portions 
of fourth section applications Nos. 458 and 1952; and all other 


fourth section applications relied upon in connection with rates 
assailed in No. 13615. 

Without passing upon the reasonableness of the rates agreed 
upon, the Commission said that nothing appeared in the record 
that would justify a refusal to permit the carriers to establish 
rates as stipulated by the parties. It said that where the agree- 
ments did not specifically provide to the contrary, rates should 
be established in accordance with the conditions prescribed in 
the original decision in the Hudson Mule Company’s case. 

The Commission vacated its order in the Hudson Mule case 
and said that after the rates, rules and regulations agreed upon 
had been established, formal docket No. 13615, Southeastern 
Live Stock Assn. vs. L. & N. et al., would be dismissed. The 
Commission affrmed its findings in the original Hudson Mule 
case and the East Tennessee Packing Co. vs. Director-General. 
The order in the first mentioned case, however, was vacated 
and the complaint in the latter case dismissed, so as to clear 
the way for the publication of the scales agreed upon, which 
will be higher than those suggested by the complainants and 
lower than the rates proposed by the carriers in I. and S. No. 
1563. 

The rates carried in the’ suspension proceeding were filed 
in compliance, the carriers said, with the Commission’s decision 
on No. 11552, East Tennessee Packing Co. vs. Director-General. 
The shippers, however, denied that and filed the formal cases 
hereinbefore mentioned in an effort to obtain what they con- 
tended was the relief awarded in the Hudson Mule case. 

The Commission held that the rates on cattle from Mem- 
phis to Birmingham were unreasonable to the extent they ex- 
ceeded the aggregate of the intermediates and awarded repara- 
tion, on shipments moving since March 15, 1920. 

In fourth section order No. 8508 the Commission authorized 
the indirect routes to meet the rates of the more direct routes 
within the limitations of the fourth section as to equal distance 
and combinations. 


LACK OF JURISDICTION 


The Commission has dismissed No. 13185, F. R. Phillips 
& Sons Company vs. Boston & Albany (New York Central, 
lessee), opinion No. 8055, 74 I. C. C. 381-2, holding that the 
charges of $6,476 collected for the storage, at East Boston, 
Mass., of 17 carloads of steel billets, shipped in June and July, 
1920, from Mystic Wharf, Boston, for export, and subsequently 
reshipped to Danversport, Mass., was not within its jurisdiction. 
The complainant contended that inasmuch as the billets were 
originally intended for export, the export instead of the domes- 
tic charges should have been assessed. The Commission said 
that that contention could not be sustained. It said the re- 
shipment of the billets to a point within the same state where 
they originated changed their character to domestic shipments, 
ab initio, and that they were not subject to the export storage 
charges.’ Then it said the transportation was intrastate, over 
which its jurisdiction for reparation on such shipments was 
limited to the period of federal control. 


REPARATION ON COKE 


A finding of unreasonableness and an award of reparation 
have been made in No. 13214, E. Josephs, receiver for Pratt 
Engineering and Machine Co. vs. Mobile & Ohio Railroad Co. 
et al., opinion No. 8056, 74 I. C. C. 383-4, as to a shipment of 
coke, from Tupelo, Miss., to Atlanta, Ga., in September, 1917. 
A rate of 42 cents per 100 pounds was charged, notwithstanding 
the fact that contemporaneously there was a combination ap- 
plicable on gas-house coke equal to $3.05 per ton over the route 
of movement. Because the coke moved was not gas-house coke 
the class rate of 42 cents was imposed. The Commission said 
there was no contention by the carriers that gas-house coke 
was entitled to any lower rate than any other kind of coke. 
They, however, followed: their tariffs literally, explaining that 
the rate on gas-house coke was established in the terms used 
simply because that was the only kind of coke that had ever 
been offered to them for transportation over the route of move- 
ment. The Commission said that reparation should be made 
to the basis of $3.05 per ton. 


COAL CASE DISMISSED 


The Commission has dismissed No. 13219, Salkeld Coal Co. 
vs. Pennsylvania, opinion No. 8060, 74 I. C. C. 390, holding the 
rate on bituminous coal, from Walford, Pa., to Warren, O., 
shipped in November and December, 1920, was not unreasonable. 
The shipments originally moved from Bulger, Pa., to Walford, 
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where they were refused by the consignee. They were recon- 
signed to Warren. Charges for the atter movement were col- 
lected at the applicable commodity rate of $2. A few days after 
the shipments moved to Warren, the carrier voluntarily reduced 
the rate to $1.05. Reparation was asked to that basis, but no 
testimony, the Commission said, of unreasonableness other than 
the fact that a voluntary reduction was made was offered. 


TENNESSEE COAL RATES 


An order of dismissal has been made in No. 12934, Hood 
Pottery Clay Products Co. et al. vs. Director-General, as agent, 
opinion No. 8054, 74 I. C. C. 379-80, the Commission holding rates 
on slack, pea, nut and run-of-mine coal, from Rathburn, to Mel- 
ville, Tenn., during federal control, were not unreasonables. 
Charges were collected at a rate of 60 cents, for which there 
was no tariff authority. The legal rate was 70 cents, established 
through error. The Commission authorized the waiving of the 
undercharges. The complainant asked for a rate of 36.5 cents. 


EMERGENCY RATES DENIED 


Emergency rates on cottonseed, cottonseed products, hay, 
grain and other feedstuff for cattle, by order of the Commission, 
have been denied the drought stricken part of Texas through 
the dismissal of No. 14283, American National Live Stock Asso- 
ciation et al. vs. Southern Pacific et al. (mimeographed without 
page or opinion numbers) on a finding that rates on the feed- 
stuffs are not unreasonable. 


Cattle associations, speaking for their members in that part 
of Texas west and north of a line drawn from Wichita Falls 
south to Brownwood, west to San Angelo, thence along the Kan- 
sas City, Mexico & Orient of Texas west to the Pecos River and 
southeasterly along that stream to its mouth, said the Commis- 
sion should require the railroads to make a fifty per cent reduc- 
tion so as to enable the cattle owners to obtain feed at the 
‘ lowest possible price. 


In a broad way af speaking the complainants asked the 
Commission to require the railroads to make a contribution, in 
the way of reduced rates, to help the cattle industry. In support 
of their request they pointed to the fact that the railroads had 
made emergency reductions for the benefit of cattle men in New 
Mexico on account of drought conditions. In denying the appli- 
cation the Commission said effective relief of the cattle industry 
of western Texas, and a resultant stimulation of present and 
future traffic, might well afford ground for further considera- 
tion by the carriers of some reduction in rates as one of the 
means whereby such relief might be accomplished. In discuss- 
ing the case the Commission, in part, said: 


Defendants urge that the territory under consideration, par- 
ticularly that west of the Pecos River, is usually quite dry; and 
that some feed is always required in order to winter cattle there. 
They admit that the drought conditions are worse than usual but 
insist that they are not comparable with the extreme conditions ex- 
isting in New Mexico, and do not warrant reduced rates. They also 
contend that the normal rates on cottonseed products from Fort 
Worth, Tex., rate group, from which a great deal of cattle feed is 
shipped into this destination territory are relatively lower to points 
in Texas than to New Mexico destinations. Thus to Farwell, Tex., 
a point near the New Mexico state line, the rate is 26 cents, whereas 
prior to the emergency reductions a rate of 39.5 cents applied to 
Texico, N. Mex., which is just across the state line, and the rate to 
Santa Fe, Albuquerque, Las Vegas, and many other destinations in 
New Mexico, was 61 cents. The reduced rates are 20 cents to Texico 
and 30.5 cents to the other points. 

The cost of a carload of 60,000 pounds of cottonseed cake at 
Fort Worth would be about $1,200, and under the 26-cent rate from 
Fort Worth to Farwell the freight charges thereon would be $156, or 
a total cost of about $1,356. Defendants urge that a saving of 50 
per cent of the freight rate, $78, would be of little benefit to the 
cattle raiser making the purchase, but would seriously affect the 
revenue of the carriers. From August to November, 1922, the market 
price of cottonseed cake advanced from about $28 to $44 per ton and 
it was argued that a further increase in price might entirely destroy 
any benefit to the stock raiser from a reduction in rates. To show 
that conditions in western Texas are not as severe as in New 
Mexico, defendants refer to shipments of live stock which have 
recently moved from New Mexico to points in Texas included in 
the area to which reduced rates are asked. 

The situation here presented is not unlike other cases which 
have been before us where the shipper or producer finds himself in 
financial difficulties arising from a complexity of economic condi- 
tions, one of which is the measure of freight rates. A reduction in 
the cost of stock feed through a reduction in the freight rate is 
the relief here asked, but in this case we are met with complainants’ 
admission upon the record that the rates attacked would not be too 
high if the situation we are dealing with were normal. There is 
also convincing affirmative evidence that the existing rates are not 
unreasonably high per se and there is also the further significant 
showing that the freight rate factor, considered alone, is a com- 
paratively small item in the present total cost of stock feed laid 
down in western Texas. Nevertheless the effective relief of the cattle 
industry of western Texas, and a resultant stimulation of present 
, and future traffic, may well afford ground for further consideration 
by the carriers of some reduction in rates as one of the means whereby 
such relief may be accomplished. 


COKE MISROUTED 


A finding of misrouting and an order of reparation have 
been made in No. 12523, Beaumont Chamber of Commerce vs. 
Director-General, Louisiana Western et al., opinion No. 8059, 
74 I. C. C., as to a carload of coke shipped from Chaison, a 
suburb of Beaumont, Tex., in July, 1919, to Lake Charles, La. 
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The coke was routed via the Kansas City Southern, but the 
shipment moved over the Southern Pacific in disregard of the 
shipper’s routing. Over the Kansas City Southern a rate of 
$1.65 per ton applied, while over the Southern Pacific the rate 
was 26.5 cents per 100 pounds. No complaint was made against 
either rate, the objection being merely to the misrouting, for 
which no reason or excuse was given in the Commission’s re- 
port. The order of reparation runs to the Gerlach Baking 


Company, for which the Chamber of Commerce filed the com- 
plaint. 


GRAIN INCREASES FORBIDDEN 


The Commission, in a report on I. and S. No. 1652, Grain 
and Grain Products from Indiana and Kentucky points to East- 
ern Points, opinion No. 8053, 74 I. C. C. 375-8 has condemned 
the proposal of the carriers to increase rates on grain and grain 
products from points in southwestern Indiana and adjoining 
parts of Kentucky by amounts ranging from one to 2.5 cents 
per 100 pounds. It said the effect of the proposal would be 
to transfer the territory involved to the Peoria, or 110 per cent 
group. Much of the involed territory is now in the 100 per 
cent group. The territory proposed to be transferred lies south 
and west of the Chicago, Terre Haute & Southeastern, from 
Spring Hill, just south of Terre Haute, to Elnora, also Switz 
City and Elliston, east thereof; also the territory west of an 
air line from French Lick to a point just west of New Albany. 

According to the defense of the railroads, as set forth in the 
report, the increases would restore the former equality of rates 
between southern Indiana and central Illinois. Protest was 
made by the Indianapolis Board of Trade on account of the re- 
striction of territory from which its members could draw sup- 
plies. The railroads answered that contention by saying that 
Indianapolis was chiefly a coarse grain market, while the pro- 
duction of the territory in question was almost exclusively soft 
winter wheat, which found its market largely in the south. 


ORE COMPLAINT DISMISSED 


The Commission has dismissed No. 12919, Sligo Furnace 
Co. vs. Chicago & Northwestern et al., opinion No. 8074, 74 
I. C. C. 463-4, holding not unreasonable a rate of $5.20 on iron 
ore from Wakefield, Mich., to Sligo, Mo., in effect between Au- 
gust 26 and November 30, 1920. The complainant desired rep- 
aration to the basis of a rate of $5.10, which became effective 
December 1, 1920. The Commission said the higher rate com- 
pared favorably with ex-lake rates from Buffalo and was lower, 


in a substantial degree, than rates for shorter hauls to points 
in Iowa. 


PORTABLE RAILWAY TRACK 


An award of reparation has been made in No. 12644, Lake- 
wood Engineering Co. vs. New York Central, and two sub- 
numbers thereunder, Same vs. Baltimore & Ohio et al., and 
Same vs. Lake Erie & Pittsburgh et al., opinion No. 8075, 
74 I. C. C. 465-6, on account of an unreasonable rate on portable 
railway track, in sections, from Cleveland to New York and 
Baltimore, for export. Following its decision on a complaint 
by the same company, reported in 57 I. C. C. 311, the Commis- 
sion held the rates collected on the shipments in question un- 
reasonable to the extent they exceeded those contemporaneously 
applicable on fish plates, turntables and crossties. 


AUTOMOBILE-TIRE CARRIERS 


The Commission has dismissed No. 12978, Chevrolet Motor 
Co. of New York vs. Director-General, Grand Trunk Western, et 
al., and No. 12500, Same vs. Same, opinion No. 8052, 74 I. C. C. 
373-4, holding rates on automobile-tire carriers, carloads, from 
Detroit and Jackson, Mich., to Tarrytown, N. Y., not unreason- 
able or unjustly discriminatory. Fourth class was applied. The 
complainant asked for fifth class and reparation. 


COTTON SEED REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 12785, Buckeye Cotton Oil Company vs. 
Director-General, Atlantic Coast Line et al., opinion No. 8076, 74 
I. C. C. 467-70, as to rates on cotton seed, carloads, from points 
in Florida, to Macon, Ga., on shipments made in 1917, 1919 and 
1920. The Commission said the charges were unreasonable to 
the extent they. exceeded, after June 24, 1918, the following, per 
net ton: Live Oak, $3.40; Wellborn, $3.60; Newbern and McAI- 
pin, $3.80; Alachua, $4.20 and Summerfield, $4.80. The rates on 
shipments made in December, 1917, the Commission said, should 
be 20 per cent lower. 


ROUGH GRANITE REPARATION 
Reparation has been awarded in No. 13196, Lexington Granite 
Co., Inc., vs. Director-General, opinion No. 8082, 74 I. C. C. 487-8, 
on account of an unreasonable rate on rough granite from 
Barre, Vt., to Lexington, Ky., imposed on shipments moving in 
September and November, 1919. The Commission said the ap- 
plicable rate was unreasonable to the extent it exceeded 26 
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cents. 


Charges were collected at a rate of 34.5 cents per 100 
pounds. 


RATES ON SULPHITE PULP 


The Commission has dismissed No. 13218, International Pa- 
per Co. vs. Maine Central et al., opinion No. 8057, 74 I. C. C. 
385-6, finding the rates on sulphite pulp, carloads, from Rum- 
ford, Me., to Brownsville, N. Y., subsequent to federal control 
not unreasonable or unduly prejudicial. The traffic in question 
was sent over unusual routes to avoid embargoes placed by the 
Boston & Maine in February, May and September, 1920, at Deer- 
ing Junction, and Portland, Me. Rates over some of the routes 
used were subsequently reduced. The Commission said the 
fact that there was a lower rate over another routes, that one of 
the joint rates was subsequently reduced and that between other 
points there were rates made on substantially the same basis 
as over the Boston & Maine’s embargoed route, did not prove 
the unreasonableness of the rates assailed. 


TRAFFIC DIVISION CONTRACT 


In a report written by Commissioner Aitchison on No. 13486, 
Division of Traffic Between the Gulf & Northern and Its Connec- 
tions, opinion No. 8071, 74 I. C. C. 444-7, the Commission has 
given approval to a contract between the Santa Fe and the Gulf 
Coast Lines, for a division, between them, of traffic originating 
or having destination upon the Gulf & Northern, a little road 15 
miles long extending from Wiergate to Newton, Tex. At Newton 
it connects with the Orange & Northwestern, a part of the Gulf 
Coast Lines System; the Orange & Northwestern connects with 
the main line of the Gulf Coast Lines at Mauriceville. The 
Orange & Northwestern connects with the Gulf, Colorado & San- 


ta, a part of the Santa Fe system, at Bleakwood and Bessmay, 
Tex. 


The principal traffic of the Gulf & Northern is that furnished 
by the Wier Long Leaf Lumber Co. Wingate, however, has a 
population of about 2,000, so there is traffic other than that 
originating through the operations of the lumber company. 
There is also a substantial population along the rails of the Gulf 
& Northern. 


Application for approval of the contract was made by the 
Orange & Northwestern, the Gulf Coast Line subsidiary, under 
paragraph (1) of section 5. Assent to the contract was given by 
all the carriers involved. According to the agreement between 
them, the two principal carriers proposed a division of the traf- 
fic, other, of course, than that routed by the shipper, as nearly 
fifty per cent to each as possible. The contract, in terms, is to 
run for nine years. It contains provisions, however, for revisions 
or denunciation if either party becomes dissatisfied, or there is 
such a change in the volume or direction of traffic as materially 
to affect the division thereof. The Santa Fe is to furnish cars 
enough to handle the traffic allotted to it and the Orange & 
Northwestern is to transport it between Newton and Bleakwood 
and Bessmay at $5 and $6 per car, at the risk of the Santa Fe. 
In the event the Santa Fe fails to furnish cars sufficient to han- 
dle the traffic apportioned to it, it shall forfeit the right to have 
such traffic routed over its line to the extent of its failure. 

In summing up the matter and announcing its approval of 
the proposed arrangement, the Commission said: 


Respondents state that under th2 proposed contract the traffic 
will move via the most direct route in every instance. In support 
of this proposition and also as tending to show that the traffic will 
be divided with substantial equality between the Gulf Coast Lines 
and the Senta Fe, it is shown that, during the period comprising 
the last two months of Federal control and the first month there- 
after 392 carloads originating on the Gulf & Northern moved via 
the Santa Fe beyond Bleakwood or Bessmay, as compared with 380 
carloads via the Gulf Coast Lines. The Santa Fe furnished most of 
the cash, material and labor for the construction of the Gulf & 
Northern, and, pursuant to authority granted by us in Finance 
Docket No. 1496, decided June 12, 1922, the latter has delivered to 
the Santa Fe $326,000 of first mortgage bonds to cover such cost of 
construction, including interest accruing to ihe close of the construc- 
tion period, July 1, 1919. It was originally contemplated that the Gulf 
& Northern would have a direct physical connection with the Santa 
Fe either through additional construction or by means of trackage 
rights over the Orange & Northwestern. The proposed contract, it is 
stated, will achieve the same results and at the same time be more 
in line with the policy of Congress as expressed in the transporta- 
tion act, 1920. There is no substantial competition between the Santa 
Fe and Gulf Coast Lines, the principal competition perhaps being on 
traffic from and to Houston, Tex., to and from Chicago, IIll., between 
the Santa Fe, on the one hand, and the Gulf Coast Lines via Baton 
Rouge, La., and the Illinois Central, on the other. As a general 
proposition, the Gulf Coast Lines form _a connecting rather than a 
competing carrier with the Santa Fe. The equipment of the Gulf & 
Northern consists of one locomotive, one coach and one caboose. It 
is, of course, dependent for its supply of freight cars on the Gulf Coast 
Lines. The advantage of having an additional system upon which 
it and the shippers which it serves may rely for a car supply is 
obvious. 


We find that the proposed division between the Santa Fe and the 
Gulf Coast Lines of traffic originating at and destined to points on 
the Gulf & Northern Railway will be in the interest of better service 
to the public, will promote economy of operation, and will not unduly 
restrain competition, and that the terms and conditions under which 
such division is proposed to be made are just and reasonable. We 
will enter an order approving the proposed contract for the future 
in so far as it proposes a division of traffic for which such approval 
is required under paragraph (1), section 5, of the interstate com- 
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merce act, subject to any orders and directions with respect to car 
service which we may make from time to time in conflict therewith. 


STEEL ANGLE CHARGES 


The Commission has dismissed No. 13052, Gardner Shipping 
Co., Inc. vs. Pennsylvania, opinion No. 8073, 74 I. C. C. 461-2, 
holding the charges collected for the detention. at Philadelphia, 
of a carload of steel angles, from June 2 to July 29, 1920, in- 
tended for export, were not unlawful as alleged. The only ques- 
tion was as to whether the accrual of the charges was the re- 
sult of the Pennsylvania’s failure to make delivery after the 
order of delivery was received. The angles arrived during the 
longshoremen’s strike. The steamship to which the angles were 
ordered did not dock but lay in midstream until early in July 
when it was sent to New York. When a, steamship, able to 
take the stuff was docked, the railroad company would not de- 
liver the angles until the accrued charges had been guaranteed. 
The complainant contended the Pennsylvania was at fault be- 
cause it made no effort to make delivery by lighter, alihough 
the tariff governing provided for lighterage. The Commission, 
however, said no request was made for lighterage delivery and 
that that kind of delivery was unusual at Philadelphia. It said 
that under the conditions prevailing at Philadelphia it was 
practically certain that loading could not have been accom- 
plished in that manner. It added the law did not require the 
performance of a vain act, and held the charges had lawfully 
accrued. 


POTATO RATES REVISED 


Railroads serving the southern peninsula of Michigan have 
been advised to revise their rates on potatoes to destinations 
east of the Indiana-Illinois line and into southern territory with- 
in ninety days in accordance with criteria laid down by the 
Commission in a report, written by Commissioner Eastman in 
No. 13226. Andrews Brothers et al. vs. Akron, Canton & Youngs- 
town et al., and I. and S. No. 1384, opinion No. 8072, 74 I. C. C. 
448-60. They were told to cancel the rates carried in the sus- 
pended schedules not later than January 30. The schedules 
were to have become effective August 24, but were voluntarily 
postponed after the period of suspension had run out. 

Substantial justice would be done to the shippers in south- 
ern Michigan, Commissioner Eastman said, if the proposed rates 
were uniformly reduced: 2 cents per 100 pounds and then sub- 
jected to a further reduction of 10 per cent. to comply with the 
decision in Reduced Rates, 1922, subject to the rates in effect at 
the date of the report as minima. 

The Commission, on the formal report, held the rates on 
potatoes, from the southern peninsula, to the part of central 
territory east of the Illinois-Indiana line, to trunk line and 
southern territories, unduly prejudicial to the Michigan shippers 
in comparison with the corresponding rates from Wisconsin and 
Minnesota groups of origin. It held, however, the rules, regu- 
lations and practices in connection with the transportation of 
potatoes from the Michigan territory, in comparison with the 
rules, regulations and practices applied to transportation from 
Minnesota and Wisconsin, not unduly prejudicial to the Mich- 
igan shippers. 

In the suspension case the finding was of non-justification 
for the reason contained in the basis for making rates, which 
Commissioner Eastman said would give substantial justice. 


CLAY PRODUCT RATES 


An award of reparation has been made in No. 13156, N. 
Clark & Sons vs. Director-General, opinion No. 8064, 74 I. C. C. 
396-8, on a finding of illegality as to rates charged, during fed- 
eral control, on sewer pipe, chimney pipe, and hollow building 
tile, from Glendale, Calif., to destinations in California, and on 
fire clay and terra cotta, from Alameda, Calif., to Portland, Ore. 

The Commission found the rates on shipments from Glen- 
dale between October 22, 1918, and October 2, 1919, both inclu- 
sive, and on those from Alameda between November 7, 1918, 
and June 16, 1919, both inclusive, were illegal. It held the com- 
plainant had been damaged in the amount of the difference be- 
tween the charges collected and those that would have accrued 
at a rate of 19.5 cents from Glendale to Oakland, Stockton, San 
Francisco and Richmond, either as a through rate or part of a 
combination, and at the rate of 22 cents from Alameda to 
Portland. 

The case arose out of a dispute as to the meaning of the 
tariffs published as a result of General Order No. 28. For eight 
months after those tariffs became effective the Director-Gen- 
eral’s force interpreted them as giving the clay producis the 
brick rates because the order was to make an increase of 2 
cents on brick and “articles listed as taking brick rates.” Sub- 
sequently they collected what they called undercharges on the 
theory that the tariffs did not authorize such rates as they had 
applied. They then published tariffs imposing specific rates, 
higher than the rates on brick, upon the articles in question. 
The complainant urged that the later publications were based 
upon an erroneous interpretation of prior issues and that there- 
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fore the later specific rates should be held unreasonable to 
the extent they exceeded the ones collected during the eight 
months prior to the presentation of undercharge bills. 

According to the Commission’s finding the construction 
placed originally on the earlier tariffs, namely, that the articles 
should take the brick rates, was not refuted by anything ap- 
pearing in the tariffs elsewhere. 

Any ambiguity or uncertainty, it said, was cleared up when 
the specific rates were published in the fall of 1919. It added 
there was no proof that the specific rates then established were 
unreasonable and that they could not be so regarded merely 
because they might have been publised under a misinterpreta- 
tion of prior tariffs. 


SWITCHING AT PEORIA 


The Trafic World Washington Bureau 


In a report on I. & S. 1596, in which schedules of the Peoria 
and Pekin Union were suspended, the Commission has held the 
charges proposed for intermediate switching at Peoria not justi- 
fied. It announced that it would conduct an investigation on 
its own motion with a view to prescribing lawful, just, reason- 
able, and non-prejudicial practices, rates, and charges, and divi- 
sions thereof. The case grew out of a long standing dispute 
between the carriers at that point. Commissioners McChord, 
Esch, Meyer, and Cox dissented, and Campbell did not participate 
in the case. 


GRAIN PROPORTIONALS 


The Trafic World Washington Bureau 


In I. and S. No. 1585 (see Traffic World, Dec. 23), the 
Commission forbade the establishment of proportional rates on 
grain from the Twin Cities to Duluth and Superior which, if 
not forbidden, would have given shippers the benefit of the 
reductions established after the rates permitted by Ex Parte 74 
became operative, on shipments which had moved to Twin 
Cities prior to the reductions in question, especially those of 
January 1, 1922. The carriers withdrew the suspended sched- 
ules before their effective date. 

The schedules, effective January 12, 1923, which have at- 
tracted attention propose to establish proportional rates be- 
tween Minneapolis and St. Paul and Duluth-Superior on traffic 
forwarded or received by boat. The new schedules, instead of 
proposing the proportionals from Minneapolis and St. Paul to 
the ports propose to establish proportionals between the ports, 
on the one hand and the elevator points on the other, applicable 
to grain moved or to be moved by boat, and make the rates 
apply “between” and not merely from the elevator points to 
the ports. The rates, as the tariffs have seemed to those who 
have looked at the schedules, are not limited to grain that has 
had an inbound movement. They are local so far as the Twin 
Cities end of the transportation is concerned; at least, so for 
as their application is concerned, although as to the ports, they 
are proportional and apply only on traffic carried or to be 
carried by boat. 

As analyzed by those who have taken the trouble to look 
into the proposed rates, the effect would be to permit the 
elevators at Minneapolis and St. Paul to forward the grain they 
received before the reductions of January 1, 1922, went into 
effect at rates lower than the balance of the through rate 
applicable on transit grain. Chicago and other markets ob- 
jected to the retroactive extension, as they called it, of the re- 
duced rates, to grain that came into the Twin Cities elevators 
on the higher rates in effect prior to January 1, 1922. The 
grain men at the Twin Cities said they would lose enormous 
sums unless they were given an opportunity to move the grain 
out on the lower rates. 

Expense bills will not be required in connection with the 
grain to be moved on the proposed rates. The tariffs say, 
however, shippers will be expected to certify the grain to be 
moved has been received from a boat or.is to be forwarded by 
a carrier by water. Abolition of the requirement to surrender 
expense bills would enable the grain to be removed no matter 
how long it had been in the elevators, on transit arrangements, 
but the proposed rates do not in any way depend upon the transit 
privilege. 

The schedules which attracted attention because of their 
unusual provisions are C. St. P. M. & O. I. C. C. 4579 and sup- 
plement No. 10 to its I. C. C. C. 4554; Northern Pacific I. C. C. 
7621 and supplement No. 10 to its I. C. C. 7451; Soo Line I. C. C. 
5453 and supplement No. 11 to its I. C. C. 5274; and Great 
Northern I, C. C. A-5757. They propose rates of 6.5 cents on 
wheat; 6 cents on barley, corn and rye, and 8 cents on flaxseed. 


GRAIN TARIFF PROTESTED 


The Trafic World Washington Bureau 


Southern Minnesota Mills, an organization of forty-two flour 
mills in southern Minnesota, southern Wisconsin, eastern South 
Dakota, and northern Iowa, together with individual milling 
companies, have protested against tariffs, effective January 12, 
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filed by the Minneapolis & St. Louis, supplement 16 to its I. C. 
C. B368, and its I. C. C. B529; Chicago & North Western, I. C. C. 
9018: GC. B.. 1.4 P. & -€. GC. CHS; C. 8. -P: BS: Ee. Cc. 
4578; Chicago Great Western supplement 2 to its I. C. C. 5104; 
C. M. & St. P. I. C. C. B4664 supplement 1 and supplement 11 to 
its I. C. C. B4612; and C. St.P. M. & O. I. C. C. 4577, on the 
ground that they change the relationship between many rates 
throughout the territory in which the mills are interested. In 
particular, they object to increases from the territory east of 
Mankato, Minn., to destinations in Iowa and Illinois. 

The protestants asserted all the rates carried in the tariffs 
mentioned were increased under General Order No. 28, and that 
many of the rates on products, prior to No. 28, were lower but 
were brought up to the level of wheat rates. All other increases, 
they said, had been put upon the rates in question as well as 
the reductions. Notwithstanding that fact, the protestants as- 
serted, the relationship of the rates as compared with many 
of those paid by their competitors had been changed to the dis- 
advantage of the protesting millers. 

Rates from the southwest, in particular, the protestants had 
in mind when they protested. Practically all the territory in 
Iowa and Illinois west of the Chicago and Peoria terminals, they 
said, was reached by proportionals from the Missouri River 
terminals enabling the southwestern millers to engage in sharp 
competition with the protestants. 

“Our mills encounter sharp competition throughout this terri- 
tory with the ‘mills of the southwest,” said the association, in its 
protest. “Our relationship in rates today is such that we are 
subjected to meet this competition on substantially higher rates, 
mile for mile, than are carried from Missouri River terminals. 

“Some of the rates established in these tariffs are supposedly 
to meet the views of the Commission as expressed in docket No. 
11140, and while some of the rates from South Dakota do carry 
the scale prescribed by the Commission in docket No. 11140, the 
rates from southern Minnesota to Iowa points were not under 
consideration in that case and there are many conditions exist- 
ing in the southern Minnesota territory on traffic moving to 
Iowa, Illinois and Missouri that would not warrant an increase 
in rates in comparison with the Commission’s findings in docket 
No. 11140. 

“It should also be noted in line with the Commission’s de- 
cision in No. 11140, milling-in-transit was prescribed at inter- 
mediate points which has not been published by the defendant 
carriers in this case. Neither have the carriers followed out the 
Commission’s views in making rates predicated upon three line 
hauls. There are also many rates in the enumerated tariffs that 
do not reflect rates mile for mile in accordance with the Com- 
mission’s views in docket No. 11140. 

“Throughout the territory directly south of the twin cities, 
in southern Minnesota, the local rates carried in these tariffs to 
destinations in Iowa and Illinois come in sharp competition with 
the proportional rates that are carried from the twin cities to 
these points of destination on a substantially lower basis of rates, 
and the local traffic originating at intermediate points south 
of the twin cities is compelled to carry an unjust burden as com- 
pared with traffic originating beyond. 

“We have found it very difficult in the past few years in the 
readjustment that has taken place in so many of our transpor- 
tation rates to return anywhere near to our relationship with 
competitors that existed prior to General Order No. 28. These 
are trying times in business and under the existing circum- 
stances certainly increases in transportation rates on grain and 
grain products do not seem to be justified.” 


COMMISSION ORDERS 


The Traffic Bureau of the Sioux City Chamber of Commerce 
and the Commerce Association of Aberdeen were permitted to 
intervene in No. 14407, the Board of Railroad Commissioners 
of the State of Iowa et al. vs. Santa Fe et al. 

The Commission has denied the petition filed by the Arkan- 
sas Railroad Commission for intervention and for a suspension 
of its order of July 14 in Finance Docket No. 2227, Abandonment 
of Lines by Receiver of Memphis, Dallas & Gulf Railroad. 


The West Coast Lumbermen’s Association has been author- - 


ized to intervene in No. 14494, Burlington Shippers’ Association 
et al. ve. A. T. & SB. F. Ry. et. al. 

The Traffic Bureau of the Sioux City Chamber of Commerce 
has been authorized to intervene in No. 14401, Commerce Asso- 
ciation of Aberdeen vs. A. T. & S. F. Ry. et al. 

The Commission’s vi‘ler entered in Nos. 12656, Michael S. 
Goss, et al. vs. Director-General, L. V. R. R. et al. and 12610, 
Albert H. Traphagen et al. vs. L. V. R. R., on October 14, which 
was by its terms made effective January 2, 1923, has been modi- 
fied so that it will become effective February 2, 1923. 


VIRGINIAN RAILWAY BONDS. 


The Virginian Railway has applied to the Commission for 
authority to issue $2,074,000 of first mortgage 5 per cent 50-year 
gold bonds and to sell them at not less than 95 per cent of par 
and accrued interest, in order to make a temporary advance to 
its subsidiary, the Virginian Terminal, for use in constructing a 
new coal pier at Sewalls Point, Va. 
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SISAL TRANSIT AND RATES 


In a proposed report on No. 12718, Capital Warehouse Com- 
pany vs. Director-General and Grand Trunk of Canada, sub-No. 
1, Same vs. Director-General; No. 12719, Same vs. Director- 
General Chicago & North Western et al., No. 12720, Same vs. 
Director-General, C. B. & Q. et al. No. 13032, Comision 
Reguladora del Mercado de Henequen vs. Director-General; and 
No. 13395, Same vs. Same, Examiners James O. Cassidy and John 
T. Money recommended a finding that the failure of the defend- 
ants to accord storage in transit on sisal at Indianapolis, Ind., 
and Mounds, Ill., and their refusal to apply the local or joint 
through rates on shipments from New Orleans, stored at those 
points and reshipped to various destinations, was not unreason- 
able, unjustly discriminatory or unduly prejudicial. 

A further recommendation was for a finding that the im- 
port rate on sisal from New Orleans to Mounds and the domestic 
rate from Mounds to Kansas City and from Indianapolis to 
North Kansas City were unreasonable to the extent they ex- 
ceeded 31 and 28 cents respectively; that the rate from Indian- 
apolis to North Kansas City was unreasonable to the extent it 
exceeded 38 cents and that the present rate is and for the future 
will be unreasonable to the extent it exceeds or may exceed 45.5 
cents, but that otherwise the rates assailed were not unreason- 
able, unjustly discriminatory or unduly prejudicial. 

The complainants, competitors in distributing sisal, asked 
for the retroactive application, broadly speaking, of the through 
rates. The Indianapolis complainant had an additional com- 
plaint in that it was not given transit as soon as it was accorded 
to Mounds. The warehouse company asked for transit early in 
1918 and received a refusal. Mounds was given transit early 
in 1919. In August, 1919, Indianapolis was given transit at a 
charge of two cents. Somewhat later the Mounds arrangement 
was extended to other points and as modified, the arrangements 
are satisfactory. The Indianapolis complainant alleged undue 
prejudice by reason of what it called undue delay in establishing 
the transit. The complainant with the Spanish name also made 
a point of the fact that the railroads were slow in giving transit 
to it. 

In the absence of unjust discrimination, the examiners said, 
the Commission had repeatedly refused to give retroactive effect 
to transit privileges. 

“There is no basis,” said they, “for a finding that defendants’ 
failure to accord transit on sisal at the points in question was 
unreasonable; and, a fortiori, it cannot be held unreasonable to 
have delayed the establishment of an arrangement which could 
reasonably have been refused altogether.” 

A phase of the complaints was the interpretation of the tariff 
at Mounds concerning the surrender of the inbound billing. The 
local agent said the identity of the sisal would have to be main- 
tained. The Reguladora therefore refused to surrender the 
billing. The Comision accepted that interpretation as correct. 

The Commission, the examiners said, had consistently re- 
fused to award reparation on account of damages resulting from 
an error of a carrier’s agent in interpreting tariff provisions. 
They said that, without deciding whether the shipments in ques- 
tion, from Mounds, were entitled to transit, it was clear that 
in failing to surrender the inbound freight bills the complain- 
ant neglected to comply with the necessary tariff requirements, 
and the alleged erroneous interpretation of the tariffs by the 
defendant’s agent could not excuse the complainant’s neglect. 

The examiners said the complainants should be awarded 
reparation on account of shipments from New Orleans to Mounds 
and from Mounds to Kansas City; from Indianapolis to North 
Kansas City, the Commission should make an order prescribing 
a rate not exceeding 45.5 from Indianapolis and dismissing Nos. 
12718, 12718 (sub. No. 1), 12719 and 13395. 


CLAIM ABANDONED 


A recommendation that the complaint be dismissed has 
been made by Attorney-Examiner W. B. Hunter in No. 13828, 
General Fire Extinguisher Company vs. Director-General, as 
agent. The complainant alleged in a formal complaint filed May 
10, 1922, that the fourth class rate of $2.75 charged on one Car- 
load of wrought iron pipe and fittings shipped May 16, 1919, from 
Warren, Ohio, to Los Angeles, Cal., was unreasonable to the ex- 
tent that it exceeded the contemporaneous commodity rate of 
$2.065 on less-than-carload of certain other iron and steel articles. 


An informal complaint was filed February 28, 1921. Under 
date of May 27, 1921, the Commission requested the complainant 
to resubmit its informal complaint and specify the rate basis 
of the reparation claimed. Mr. Hunter said the next step was 
the filing of the formal complaint nearly a year later. The de- 
fendant moved that the complaint be dismissed on the ground 
that the claim. was barred. 
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Mr. Hunter said the letter of May 27 was notice, within para- 
graph (g) of rule 3 of the Rules of Practice, that the matter could 
not be disposed of informally under the informal complaint then 
on file, and that the failure to resubmit the claim within the six 
months provided in the rule was an abandonment, and that the 
formal complaint, therefore, did not relate back to the date of 
the filing of the informal complaint and was barred by paragraph 
(c) of section 206 of the transportation act. 


REPARATION ON CANNED MILK 


An award of reparation has been recommended by Exam- 
iner P. F. Gault in a tentative report on No. 13725, Pleasant Val- 
ley Farms and Morey Condensery Company vs. Director-General, 
as agent, on a finding that the applicable joint fifth-class rate of 
53 cents on canned condensed and evaporated milk from North 
Prairie, Wis., to New York, N. Y., was unreasonable to the ex- 
tent that it exceeded a commodity rate of 50 cents. The ship- 
ments moved in the period between August 10, 1918, and August 
29, 1919. 


ASPHALT RATES REASONABLE 


Dismissal of the complaint in No. 13754, El Paso Bitulithic 
Company vs. El Paso & Southwestern et al., has been recom- 
mended by Examiner Howard Hosmer on a holding that rates on 
asphalt, in barrels, in carloads, from Richmond and El Segundo, 
Cal., to El Paso, Tex., were not unreasonable or otherwise un- 
lawful. 


REPARATION ON COAL 


Examiner T. John Butler, in a tentative report on No. 13581, 
and sub-numbers 1 to 9, inclusive, Colony Coal Company vs. Di- 
rector-General, as agent, has recommended an award of repara- 
tion on a finding that rates on coal shipped from Dines, Wyo., to 
various points in California, Colorado, Idaho, Iowa, Kansas, 
Nebraska, Oregon, South Dakota and Washington were unreason- 
able to the extent that they exceeded the rates contemporane- 
ously applicable from Rock Springs, Wyo. The report also rec- 
ommends dismissal of No. 13580, Same vs. Same, and No. 13716, 
Same vs. Same. The parties agreed at the hearing to settle on 
the basis recommended in the report. Nos. 13580 and 13716 in- 
volved shipments of cement and mine props and ties. 


CHAFFEE A COMMON CARRIER 


Examiner Bronson Jewell in a tentative report on No. 13471, 
Hamill Coal & Coke Company et al. vs. Western Maryland et al., 
has proposed that the Commission find the Chaffee Railroad to 
be a common carrier subject to the interstate commerce act; 
that rates on coal from mines on the Chaffee to interstate desti- 
nations be found not unreasonable but unduly prejudicial to the 
extent that they exceeded and exceed the rates contempo- 
raneously maintained from the Cumberland-Piedmont district, 
and that reparation be denied. 

The complainants, owners and operators of coal mines on 
the Chaffee, which extends 3.25 miles from Chaffee, W. Va., its 
junction with the Western Maryland, across the Potomac River 
to Manor No. 1 mine in Maryland, alleged that the rates on coal 
from their mines to interstate destinations on the Western 
Maryland and its connections were unjust, unreasonable and 
unduly prejudicial to the extent that they exceeded and exceed 
the group rates applying from the Cumberland-Piedmont and 
Meyersdale districts. 

For several years prior to May 1, 1920, the examiner said, the 
Chaffee was operated as a plant facility by the Chaffee Coal 
Company and, after the failure of that concern, by the Manor 
Coal Company. In May, 1921, he said, it was separately or- 
ganized as a common carrier and began filing its tariffs and 
making reports to the Commission. At present the road serves 
the mines of four different coal properties, including that of 
the Manor company, which is the largest shipper, and it is ac- 
cessible to four more properties which have not yet been de- 
veloped, the examiner said. It also secures.a small amount of 
additional freight, consisting of lumber, farm produce and gen- 
eral merchandise. 


The Western Maryland, the principal defendant, questioned 
the status of the Chaffee as a common carrier, asserting that 
the law required an ability to carry for hire, as well as a hold- 
ing out to the public.. It said the Chaffee was undergoing no 
federal valuation, owned no coal car equipment and that it failed 
in other ways to satisfy the requirements set out in decisions 
of the Supreme Court and the Commission. 

The examiner said the present equipment consisted of a 
Shay locomotive, a box car, a work car, and a gasoline motor 
car for passenger service, and that the management professed 
a willingness to procure any additional equipment which the 
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Commission might consider necessary for the performance of 
its duties. The examiner pointed out that on December 10, 
1921, the Commission granted the Chaffee a certificate of pub- 
lic convenience and necessity to operate its line of railroad. 

The rates charged complainants were assailed as unreason- 
able but no mention was made of specific rates, other than the 
local rate published by the Chaffee to the junction, the examiner 
said, adding that the purpose of the proceeding was to have 
complainants’ mines placed on a parity with competing mines 
in the vicinity by having the district rates applied to points on 
the Chaffee. 

The examiner said the principal objection of the Western 
Maryland was that the cost of operation on the Chaffee, due 
to operating difficulties there encountered, justified the mainte- 
nance of higher rates from complainants’ mines than from 
other mines in the group. He said exhibits relied on by the 
Western Maryland to show the high cost of operation were not 
sufficient to warrant a finding that the cost of handling coal 
from complainants’ mines exceeded the average cost of handling 
coal from all other mines accorded the group rates. 

“Divisions are not involved in this case but it should be 
noted that the provisions of the interstate commerce act do not 
require that a branch line be accorded divisions sufficient to 
cover the operating expenses, taxes and a fair return on the 
investment, regardless of other considerations,” the examiner 
said. “At present the expenditures of the Chaffee railroad for 
salaries, wages and other items of operation are asserted by com- 
plainants to be adjusted on an economical basis and the subse- 
quent proposed findings have been made with that in mind. If 
later the cost of serving mines on the Chaffee should be increased 
without a corresponding increase in revenue, so as to make the 
application of the district rates unreasonable or if the Chaffee 
should fail to supply itself with the coal car equipment necessary 
for the fulfillment of its obligations as a common carrier, the 
conclusions here proposed are subject to modification. 

“The Commission should find that since May 1, 1921, the 
Chaffee Railroad was, and now is, a common carrier subject to 
the interstate commerce act; that the rates on coal, in carloads, 
from complainants’ mines on the Chaffee Railroad to interstate 
destinations were, and are, not unreasonable, but were, are 
and for the future will be unduly prejudicial to the extent that 
they exceeded or may exceed group rates contemporaneously in 
effect from mines on the main and branch lines of the Western 
Maryland Railroad in the Cumberland-Piedmont district to the 
same destinations. Complainants are not shown to have been 


injured as a result of any undue prejudice that may have 
existed.” 


OIL RATE ARGUMENT 


The. Trafic World Washington Bureau 

An all-day discussion of oil rates from the mid-continent 
refinery points to official classification territory destinations, and 
the relationship of rates on petroleum and its products, one to 
another, took place before Chairman McChord, and Commission- 
ers Esch and Lewis, December 27. Three formal complaints 
and one investigation and suspension docket were under con- 
sideration and argument. The last mentioned case was I. and 
S. No. 1663, created by the effort of the lines east of the Mis- 
sissippi River to increase their rates to official classification 
points, on traffic from west of the Mississippi. The three for- 
mal complaints were No. 14161, Roxana Petroleum Corporation 
vs. Chicago & Alton et al.; No. 14147, Indiahoma Refining Co. 
vs. Ann Arbor et al., and No. 14225, White Star Refining Co. vs. 
Illinois Terminal et al. 

Broadly speaking the contest was between the refiners west 
of the river and those just east of it, in which the latter at- 
tacked the rates applicable on their traffic as tending to put 
them out of the great consuming market east of the Mississippi 
River. The investigation and suspension proceeding grew out 
of the effort of the lines east of the Mississippi to raise their 
rates so as to do away with combinations on the Mississippi 
of anything other than locals. The western refiners objected 
to their proposal on the ground that such increase would still 
further disadvantage them in their competition with refiners 
located nearer the markets of consumption, the protesting west- 
ern refiners having their plants near the sources of crude supply. 

Those arguing the cases were: Thomas Bond and John 
S. Burchmore for the complainants; F. W. Carter for the St. 
Louis Chamber of Commerce; J. F. Strasser for the respondent 
railroads; J. F. Lawrence for the Western Petroleum Refiners’ 
Association, and R. B. Coapstick for the Indiana Chamber of 
Commerce. 





PETITIONS FOR REHEARING, ETC. 


The defendants, in No. 13535, Corporation Commission of 
Oklahoma vs. Aberdeen & Rockfish Railway et al., have peti- 
tioned the Commission to consolidate the following cases with 
their proceeding: No. 14364, Iten Biscuit Co. vs. A. T. & S. F. 
Ry. et al.; No. 14312, Dawson Produce Co. vs. A. & V. Ry. 
et al.; No. 13954, Alton Mercantile Co. et al. vs. Alexandria 


THE TRAFFIC WORLD 





Vol. XXX, No. 27 


& Western Ry. et al.; No. 13805, Hale-Halsell Co. vs. A. & V. 
Ry. et al.; No. 14313, Certain-teed Products Corp. vs. Ark. & 
La. Mo. Ry. et al.; and No. 14451, the Procter & Gamble Dis- 
tributing Co. vs. St. L.S. F. Ry. et al. The petitioners state 
that the consolidation of all these cases will conserve the time 
and expense of all parties interested. 

The carrier respondents have petitioned the Commission to 
reopen or grant a rehearing in No. 12753, In the matter of in- 
trastate rates and charges within the state of Oklahoma, stat- 
ing in support thereof that compliance with the order entered 
therein would permanently deprive them of a large amount of 
revenue to which they were lawfully entitled. 

The Director-General of Railroads has petitioned for fur- 
ther hearing in No. 12245, Wisconsin Dairy Products Co. vs. 
Director-General et al., in order to show that the rates con- 
temporaneously maintained on conned vegetables from Stough- 
ton, Wis., were depresssed and not properly the basis for 
reparation on canned condensed milk. 

The Director-General and Terminal Railroad Association 
have petitioned for rehearing, reargument or reconsideration in 
No. 11566, St. Louis Independent Packing Co. et al. vs. Director- 
General et al., alleging legal errors. 

The Southern Brick Manufacturers’ Traffic Committee, the 
Alabama Brick Manufacturers’ Association and various brick 
manufacturers have asked the Commission to postpone indefi- 
nitely the effective date of its order in No. 10733, National 
Paving Brick Manufacturers’ Association et al. vs. Alabama & 
Vicksburg et al., so that when a general investigation is had 
the proper rate adjustment may be prescribed. The petitioners 
allege that southern carriers are about to revise brick rates 
in the South. Such a revision, they say, will disrupt present 
relationship and greatly injure the industry and the public. 
They desire the present brick rate structure to remain intact 
until the Commission disposes of the Southern Class Rate In- 
vestigation. 

The Erie Railroad Company, sole respondent in I. and S. 
No. 1625, absorption of charges between Croxton and Jersey 
City, N. J., has petitioned the Commission to reopen the pro- 
ceedings in the case for rehearing in order that they may have 
the opportunity to present facts in justification of the proposed 
tariff in question. 

The complainant in No. 11889, Port Arthur Chamber of 
Commerce and Shipping vs. Texarkana & Ft Smith Ry. Co. et 
al., has petitioned the Commission to grant a rehearing in their 
case in order to submit certain facts of importance relative to 
public interest. 

The complainant in No. 12462, Peninsular Portland Cement 
Company vs. Director-General, Cincinnati Northern R. R., has 
petitioned the Commissivn to reopen this proceeding for tte 
taking of further testimony, aileging that the Commission’s de- 
cision of September 30 c»ntains errors in fact and law. 


AUTHORIZES LINE IN KENTUCKY 


The Commission has issued a certificate authorizing the Chi- 
cago, St. Louis & New Orleans Railroad Company to construct a 
new line of railroad in Muhlenberg and Hopkins counties, Ky., 
and as incidental thereto and constituting a part of the pro- 
posed new line, to acquire by purchase a line of the Kentucky 
Midland Railroad Company. In the same order the Commission 
authorized the Illinois Central to acquire by lease the line of 
railroad involved. The latter company owns all the capital stock 
of the C. St. L. & N. O., and operates the property under a 99- 
year lease. 

The line of the Chicago company extends from Louisville to 
Fulton, Ky., a distance of 271 miles. The report said the Illinois 
Central and the Chicago company have for some years been re- 
vising the location of the latter company’s road to shorten the 
distance and reduce objectionable grades and curves. This im- 
provement work has been carried out between Paducah and Daw- 
son Springs and approximately 21 miles of the line between these 
points has been double-tracked, and the Chicago company now 
desires to provide a second track between Dawson Springs and 
Central City. As a part of the proposed new construction project 
the Chicago company plans to purchase and rehabilitate a line 
of railroad owned by the Kentucky Midland, extending from 
Central City, in a westerly direction, a distance of 9.11 miles, 
of which 6.892 miles have heretofore been operated by the Ken- 
tucky company. 





CONSOLIDATION HEARINGS 


Because argument will be heard January 19 and 20 in the 
Southern Pacific-Central Pacific control case, the Commission 
has announced a change in the program for the hearings in 
No. 12964, Consolidation of Railroads, scheduled to begin in 
Washington, January 17. It said that on January 17 and 18 
evidence would be received with respect to systems Nos. 14 
and 15, and that, beginning on January 22, evidence would be 
received with respect to systems Nos. 13, 16 and 17. The re- 
vised schedule simply eliminates January 19 and 20, when the 
Commission will hear the argument in the Southern Pacific 
case. 
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December 30, 1922 


DIVIDEND SUPERVISION 


The Trafic World Washington Bureau 


As a method for correcting what he calls the intolerable 
conditions caused by car shortage, Senator Johnson of Califor- 
nia has offered an amendment to section 439 of the transporta- 
tion act, making it unlawful for a common carrier company to 
declare a dividend unless and until the Commission has cer- 
tified that it is adequately equipped in all respects to meet 
the reasonable requirements of the public which it serves. The 
amendment proposed is as follows: 


From and after March 4, 1923, it shall be unlawful for any carrier 
to declare any dividend without first obtaining from the Interstate 
Commerce Commission a certificate stating that said Commission, up- 
on investigation and after a public hearing, held upon not less than 
thirty days’ notice to the public, has found that said carrier is ade- 


quately equipped in all respects to meet the reasonable requirements 
of the public which it serves. 


No such certificate shall permit or suffice for the declaration of 
more than one dividend. 


Any person in anywise co-operating, knowingly, in the declara- 
tion of any dividend without such certificate or in the payment of any 
dividend so unlawfully declared, shall be deemed guilty of a misde- 
meanor, and on conviction be punished by a fine of not less than $5,000 
nor more than $25,000, or by imprisonment for not less thon two years 


nor fore than five years, or by both such fine and imprisonment in the 
discretion of the court. 


In explanation and support of his amendment, the Cali- 
fornia senator said: 


I offer this bill as the only mode of correcting an intolerable con- 
dition. Many of the farmers and producers of the west have been 
ruined by the car shortage of the last year. The losses run into hun- 
dreds of millions of dollars. These great transportation companies are 
engaged in a public service. hee | do not hesitate to ask for relief 
from the government and that relief has been accorded them. The 
public service they undertake should be performed. It is not per- 
formed when the products of the west rot upon the ground, because 
the railroad companies assert they are unable to transport them. 
Dividends are profit. The brief bill I offer gives the public’s needs 
and service precedence over profits. It will require the money earned 


in the public service to be used to put the railroad companies in con- 
dition to fulfill their public duties. 


adequately meet the needs of the public service they will be permit- 
ted to declare dividends, but until they perform their duty this bill 


would prohibit them from devoting the profits to their own needs 
rather than to the public’s necessities. 


There is another respect in which the railroad companies must be 
made to perform their duties, and that is in maintaining their cars and 
equipment in safe and proper condition. When this bill is before 
the committee I intend to call to the committee’s attention the 
number of accidents and the appalling loss of life because of the un- 


safe equipment of the companies and I shall endeavor to remedy this 
condition. 


CAR SUPPLY INVESTIGATION 


The Trafic World Washington Bureau 


The Commission announced December 27 that it had entered 
on a general investigation, under Docket 14489, into and con- 
cerning the adequacy of the locomotives and cars of all descrip- 
tions owned and of the locomotives and cars used by each 
common carrier by railroad, and used in the transportation of 
freight between points in continental United States, and into 
and concerning the customs and practices prevailing or desira- 
ble with respect to the ownership, use and interchange of cars, 
with a view to promoting economical and efficient service, to 
prescribing and establishing such just and reasonable rules, 
regulations and practices with respect to car service, and to 
require the respondents to provide themselves with such safe 
and adequate locomotives and cars wherewith to perform, as 
common carriers, their car service as may, on such investiga- 
tion, appear to be contemplated and required by law. 


The order was adopted at a session of the Commission held 
December 11, three days after President Harding delivered his 


message to Congress, in which he referred to matters the Com- 
Mission will now investigate. 


The investigation opens the door for the consideration of 
proposed remedies for improvement of the car supply situation. 
The National Association of Owners of Railroad Securities, 
headed by S. Davies Warfield, no doubt will take an active 
part in the hearings, because of that association’s recommenda- 
tions with regard to car supply. It is also believed that repre- 
sentatives of railroad labor unions will participate in the hear- 
ings. 

The petition of W. H. Johnston, president of the Interna- 

tional Association of Machinists, asking for an inquiry by the 
Commission into maintenance of equipment and cost thereof, 
was filed after the Commission adopted the order, but it appears 
that the machinists will be able to submit testimony as to the 
condition of equipment in the investigation now ordered. 
_ In the formal order entered by the Commission, it is spec- 
ifically stated that the Commission acted on its own motion 
“and without complaint.” However, the car shortage from 
which the railroads are now emerging brought protests from all 
parts of the country and particularly from the agricultural sec- 
tions. These protests have been reflected recently on the floor 
of Congress, and also in the bill introduced by Senator Johnson, 
of California, relative to regulation of railroad dividends in con- 
hection with adequate car supply. 


When the railroad companies 
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In a statement issued by Secretary McGinty, the Commis- 
sion, after outlining the purpose of the investigation, said: 


As a preliminary step the Commission has by questionnaires in- 
dicated as appendices “A” to ‘R’’ inclusive, attached to the order, 
called upon the carriers for the following information: 

A. Freight train cars owned or leased at the beginning and 


age AS year 1922, and number ordered but not delivered December 


B. Estimated number of additional cars needed by classes; 


estimated cost thereof; proposed program for acquiring such cars; 
and proposed plan of financing. 


. Ages of cars in service by classes, December 31, 1922, 100,000 
Ibs. capacity and over. 


D. Ages of cars in service, 80,000 lbs. and less than 100,000 Ibs. 
capacity. 


E. Ages of cars in service, 60,000 Ibs. and less than 80,000 Ibs. 
capacity. 


Ages of cars in service less than 60,000 lbs. capacity. 
G. Locomotives owned or leased at the beginning and close of 
Sen 1922, and number ordered but not delivered on December 31, 


H. Unserviceable locomotives on line first of each month in 
1922, by classes, and tractive power. 


Ages of locomotives at close of year 1922, by classes—freight, 
passenger, switch. 


J. Estimated number of additional locomotives needed; pro- 
posed program for acquiring such equipment; and proposed plan of 
financing the purchase thereof. 


Commodities loaded monthly 1922, revenue freight—carloads. 
L. Carloads of non-revenue freight loaded monthly 1922. 


M. Freight cars on line daily, serviceable and unserviceable, by 
months in 1922, box, coal. 


N. Freight cars on line daily, serviceable and unserviceable, by 
months in 1922, refrigerator, flat. 


O. Freight cars on line daily, serviceable and unserviceable, by 
months in 1922, stock, all freight. 


P. Freight car surplusages, daily averages by months, 1922, rail- 
road owned cars. 


Q. Freight car shortages, daily averages by months, 1922, railroad 
owned Cars. 


R. Freight car surplusages, daily average by months 1922, cars 
owned by private companies. 


A questionnaire has also been directed to all private car lines 
requesting information concerning freight train cars owned or leased 
by them, and the number of such cars ordered, but not received. 

All carriers by railroad subject te the interstate commerce act 
are made respondents. The governor of each state, as well as the 
tribunal thereof, if any, having regulatory powers over the common 
carriers by railroad, have been notified of this proceeding. 

The times and places for hearings will be announced later. 


Under the order the railroads must submit the data called for 
not later than February 1, 1923. 


ASKS MAINTENANCE INQUIRY 


The Trafic World Washington Bureau 


William H. Johnston, president of the International Asso- 
ciation of Machinists, has filed a petition with the Commission 
requesting an “immediate and thorough” investigation of the 
expenditure of funds by the railroads for the maintenance of 
equipment since last July. The fact that such a petition had 
been filed was made known by Mr. Johnston in a long statement 
for use in the press of December 24. The petition was filed 
under section 12, paragraph (1), and section 15a, paragraph (3), 
of the interstate commerce act. These paragraphs relate to the 
duty of the Commission with regard to the management of rail- 
road properties and “honest, efficient, and economical manage- 
ment and reasonable expenditures for maintenance of way, 
structures and equipment.” 

“The present freight and passenger rates were originally 
determined by you on the assumption that adequate standards 
of economical and efficient operation would be fulfilled by the 
carriers,” Mr. Johnston said in the petition. “Consequently, if 
at any time they are not fulfilled, it becomes the duty of your 
honorable body to act in a way which will record the facts of 
the situation and effect the necessary remedies. Especially 
is such action on your part appropriate and necessary at 
this time, in view of the persistent demand by the agricultural 
and other shipping interests of the nation for reduced freight 
rates. I charge that progress toward such reductions has been 
effectively and consistently blocked by the carriers in recent 
months as a result of their costly and utterly unwarranted la- 
bor policy.” 

Mr. Johnston said there existed now not only a depletion 
of good order railroad equipment and a shortage of cars un- 
precedented in American railroad history coupled with a seri- 
ous decline in railroad earnings, but also a condition of deferred 
maintenance equipment which was likewise very serious in view 
of the prevailing coal shortage all over the country and the in- 
creasingly severe winter weather which “is descending upon us.” 

“I charge that this situation is the direct result of those 
very faults of management which the interstate commerce act 
has made a primary factor in the determination of railroad 
rates and which the Commission, in accordance with this act, 
is authorized to remedy by ordering ‘any carrier to provide it- 
self with safe and adequate facilities for performing car serv- 
ice,’” said he. 

Mr. Johnston charged that the railroads were bent on elim- 
ination of collective bargaining and the labor unions of railway 
employes and that a large number of the carriers had forced 
a continuation of the shopmen’s strike for five and one-half 
months for the purpose of breaking the unions. 

“This state of affairs, I charge, is tantamount to a lockout,” 
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he continued in the petition. “And as such it is unwarranted, 
unjustifiable and indefensible, for it can and does result in noth- 
ing else than a continuation of wholly unnecessary expenditures 
and imposes serious hardships upon the shippers and the public 
of this country.” 

Twenty-six leading roads, he said, have refused to settle, 
with the result that equipment has deteriorated. He charged 
that on the New Haven 36.8 per cent of all locomotives were 
“chronically out of service and in need of repairs while on the 
Pennsylvania the percentage is 42.2. And the records indicate that 
conditions are getting worse.” He said that on the 26 roads 
that had not settled the strike 28.4 per cent of all locomotives 
on line were out of service November 15, as against 15.3 per 
cent on July 1. 

“The car situation, which is even more critical, has been 
slightly relieved owing to the seasonal decline in loading re- 
quirements,” said he. 

He said cars in need of heavy repairs had been permitted 
to accumulate on side tracks and repair tracks, while cars in 
need of light repairs were patched up and returned to service. 
He said the result would be heavy equipment maintenance ex- 
penses for many months to come. He charged extravagant ex- 
penditures by the railroads through the use of unskilled strike 
breakers “who must be fed and paid large bonuses by the car- 
riers in addition to their wages, and whose output per man is 
far less than the skilled men they have replaced.” 

Mr. Johnston said that the Class 1 roads in March and 
April “just reached the 5% per cent set by your honorable 
body,” while in September the return had dropped to 3 per cent. 
He said the recent financial history of the B. & O. illustrated 
“with dramatic intensity the inefficiency and extravagance of 
the anti-union policy of the executives,” and that it also dem- 
onstrated what good results followed when this error of rail- 
road management was remedied. Before the strike, he said, the 
B. & O. was earning at a rate which would have showed a net 
of $8,500,000 for July, August and September, while the actual 
figures for that period showed a deficit of somewhat over $2,- 
000,000. The B. & O., he continued, was one of the first to 
effect a settlement with the shopmen, and that now it was the 
only trunk line free of embargoes from end to end and that 


its October earnings were expected to approximate $3,000,000 
net. 


“Rather than effect a prompt settlement the managements 
of these carriers (those which have refused to settle) persist 
in their wanton expenditure of funds made available to them 
through excessive freight and passenger rates,” said he. In 
conclusion he said: 


I charge that these extravagant and unnecessary expenditures in- 
curred by the carriers in furtherance of their union-destroying activi- 
ties are being covered into the various standard accounts of the car- 
riers as established by the Interstate Commerce Commission in such 
a way that grossly distorted labor and other operating cost items will 
be created. Unless these extraordinary charges are p:operly segre- 
gated and set up in separate form, I submit, a serious and unfair 
statistical handicap will be imposed upon the railroad employes and 
the shippers which will react greatly to their disadvantage in future 
wage and rate negotiations. — 

In conclusion, I beg to reiterate that a most cursory examination 
of actual railroad performance for the past six months discloses a 
close connection between the labor policy of railroad management and 
the present critical equipment and financial situation of the carriers. 
It reveals a serious handicap imposed upon your honorable body in 
further adjusting freight and passenger rates downward in keeping 
with the sincere expectations of the people of this country. It is the 
duty of your honorable body under the provision of federal law to in- 
quire how intimate this connection is, what bearing it has upon the 
entire subject of railroad rates and what steps can be taken to rem- 
edy the situation. 

In behalf of the organization of railroad shop employes I repre- 
sent I want to re-emphasize our willingness to co-operate with those 
railroad managements which recognize the value of genuine collective 
bargaining and hence the necessity for the voluntary organizations of 
their shop employes in the conduct of the railroad industry. I submit 
to you our readiness to work out with such managements a joint pro- 
gram for increasing shop production to the maximum and improving 
shop efficiency and economy to the highest. 

Finally, permit me to urge upon your honorable body the neces- 
sity for the prompt and expeditious conduct of the investigation re- 
quested. The facts should be made known with the very least delay 
possible. Then the necessary remedies may be effected, further losses 


prevented, large savings made and the service of the carriers greatly 
mproved. 


FEDERAL CONTROL MAINTENANCE 


The Trafic World Washington Bureau 


Undermaintenance of railroad property in the period of 
federal control will cost the government approximately $222,- 
596,473, according to an estimate submitted to the Senate com- 
mittee on interstate commerce by James C. Davis, Director- 
General of Railroads. The estimate was made in a letter sub- 
mitted to the committee for incorporation in Volume V of the 
hearings on Senate Resolution No. 23 as the result of a request 
made by Senator Cummins. The question of undermaintenance 
of railroad property by the government has been an important 
issue between the roads and the Railroad Administration, and 
the figures given in the letter are the first of the kind to be 
made available for publication. 

Total claims for undermaintenance presented to September 
1, 1922, amounted to $702,651,725.34, Mr. Davis said. These fig- 
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ures covered 98.02 per cent of all railroad mileage under fed- 
eral control, leaving 1.98 per cent of the mileage for which 
claims had not been presented. 

In settlements made up to September 1, representing 69.422 
per cent of the mileage under federal control, the Director- 
General allowed $92,760,674.95 for undermaintenance of way 
and structures, and $32,668,134.71 for undermaintenance of 
equipment. The carriers with whom settlement was made 
claimed $185,946,870.44 for undermaintenance of way and struc- 
tures and $236,890,806.01 for undermaintenance of equipment. 

The Director-General estimated that the claims to be filed 
by the 1.98 per cent of the mileage would amount to $6,834,603.92 
for undermaintenance of way and structures, and $7,358,932.25 
for undermaintenance of equipment, or a total of $14,193,536.17. 

On pending undermaintenance claims of $294,007,585.06. the 
Director-General estimated $97,167,663.90 would be allowed, the 
estimate being based on past experience. 

Of the total estimate of $222,596,473.56 allowed and to be 
allowed, $171,343,219.51 was for undermaintenance of way and 
structures and $51,253,254.05 for undermaintenance of equip- 
ment. 

The Director-General said it must be borne in mind that 
the allowances heretofore made represented net credits in the 
matter of maintenance after careful analysis of the debits and 
credits in the accounts of each of the railroads with which final 
settlements have been made, and that it must be understood 
that the allowances in the matter of future settlements were 


estimates only, worked out on a percentage basis on past ex- 
perience. 


CAR SURPLUS AND SHORTAGE 


Another drop in the average daily shortage of freight cars 
was reported by the railroads for the period December 8-15, 
the total being 105,018 as against 111,961 in the period Decem- 
-ber 1-8, a decrease of 6,943 cars, according to the summary 
of car surplusages and shortages issued by the car service 
division of the American Railway Association. The average 
daily surplus for the period December 8-15 was 7,677 as against 
6,657 in the preceding period. 

The shortage was made up as follows: Box, 47,738; auto 
and furniture, 1,757; total box, 49,495; flat, 5,198; gondola, 21, 
918; hopper, 19,282; all coal, 41,200; coke, 479; S. D. stock, 
3,184; D. D. stock, 231; refrigerator, 4,919; tank, 50; miscel- 
laneous, 262; total, 105,018. 

The surplus was made up as follows: Box, 1,257; ventilated 
box, 10; auto and furniture, 4; total box, 1,271; flat, 862; 
gondola, 1,180; hopper, 1,102; all coal, 2,282; S. D. stock, 705; 
D. D. stock, 30; refrigerator, 241; tank, 164; miscellaneous, 
2,122; total,. 7,677. 


REVENUE FREIGHT LOADING 


A decrease of 31,746 cars in revenue freight loading was re- 
ported for the week ended December 16, as compared with the 
preceding week, according to the weekly summary issued by 
the car service division of the American Railway Association. 
The total was 888,082 cars as compared with 919,828 cars in the 
preceding week. The decrease is attributed to the expected 
seasonal decline in loading. The total loading, however, was in 
excess of the loadings for the corresponding weeks of 1921 and 
1920 of 726,074 and 802,271 cars, respectively. 

The loading in the week ended December 16 and in the cor- 
responding week of 1921, by districts, was as follows: 


Hastern district: Grain and grain products, 10,003 and 
9,566; live stock, 4,185 and 4,030; coal, 60,137 and 38,928; coke, 
2,618 and 1,777; forest products, 5,971 and 4,925; ore, 2,735 and 
808; merchandise, L. C. L., 62,804 and 60,759; miscellaneous, 
79,094 and 59,712; total, 1922, 227,547; 1921, 180,505; 1920, 192,482. 

Allegheny district: Grain and grain products, 3,413 and 
3,018; live stock, 3,559 and 3,400; coal, 56,084 and 41,290; coke, 
6,586 and 3,606; forest products, 3,525 and 2,573; ore, 2,699 and 
2,378; merchandise, L. C. L., 45,691 and 45,731; miscellaneous, 
70,760 and 47,177; total, 1922, 192,317; 1921, 149,173; 1920, 177,122. 

Pocahontas district: Grain and grain products, 253 and 247; 
live stock, 126 and 92; coal, 18,214 and 14,675; coke, 577 and 
159; forest products, 1,544 and 1,304; ore, 142 and 24; merchan- 
dise, L. C. L., 6,008 and 5,487; miscellaneous, 3,295 and 3,085; 
total, 1922, 30,159; 1921, 25,073; 1920, 31,815. 

Southern district: Grain and grain products, 3,290 and 
4,023; live stock, 2,251 and 2,116; coal, 23,004 and 15,420; coke, 
1,337 and 481; forest products, 22,284 and 18,003; ore, 1.113 and 
594; merchandise, L. C. L., 37,848 and 37,911; miscellaneous, 
40,863 and 34,062; total, 1922, 131,990; 1921, 112,610; 1920, 124,964. 

Northwestern district: Grain and grain products, 15,640 
and 13,747; live stock, 11,011 and 9,681; coal, 11,742 and 6,181; 
coke, 1,637 and 625; forest products, 11,932 and 9,844; ore, 909 
and 308; merchandise, L. C. L., 25,400 and 25,670; miscellaneous, 
29,303 and 23,630; total, 1922, 107,574; 1921, 89,866; 1920, 91,761. 

Central Western district: Grain and grain products, 13,462 
and 12,628; live stock, 14,769 and 11,805; coal, 23,650 and 14,928; 
coke, 375 and 193; forest products, 6,615 and 4,874; ore, 2,568 
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and 758; merchandise, L. C. L., 31,105 and 30,683; miscellaneous, 
40,798 and 34,470; total, 1922, 183,342; 1921, 110,339; 1920, 119,280. 

Southwestern district: Grain and grain products, 4,943 and 
4,365; live stock, 3,247 and 2,794; coal, 5,679 and 3,367; coke, 
96 and 124; forest products, 8,231 and 6,455; ore, 582 and 635; 
merchandise, L. C. L., 15,604 and 16,222; miscellaneous, 26,771 
and 24,526; total, 1922, 65,153; 1921, 58,488; 1920, 64,847. 

Total, all roads: Grain and grain products, 51,004 and 47,- 
594; live stock, 39,148 and 33,918; coal, 198,510 and 134,789; 
coke, 13,226 and 7,165; forest products, 60,102 and 47,978; ore, 
10,748 and 5,505; merchandise, L. C. L., 224,460 and 222,463; 
miscellaneous, 290,884 and 226,662; total, 1922, 888,082; 1921, 
726,074; 1920, 802,271. 


NOVEMBER REVENUE 


The Trafic World Washington Bureau 


Reports from 85 roads on November earnings show a net 
railway operating income of $45,978,295, an increase of 13.9 per 
cent over November, last year, for the same roads. Revenues 
totaled $279,176,338, an increase of 12.7 per cent over last year, 
and expenses totaled $214,944,855, an increase of 12.4 per cent 
over last year. On the basis of the reports filed it was esti- 
mated that the net for all class I roads would be approximately 
$75,000,000 as against a net of approximately $66,000,000 in 
November of last year. 


APPLES AND FREIGHT RATES 


Jos. P. O’Donnell, general agent at Dallas, Texas, for the 
San Antonio, Uvalde & Gulf, writes thus to the Dallas Evening 
Journal with reference to a dispatch in that paper of Dec. 20 
from Spokane, headed as follows: “Washington Streams with 


Red Apples—Crops Wasting Because of High Rates and No 
are”: 


The article quotes an interview with one Mr. John Quincy Adams, 
president of the Washington State Farmers’ Union, and his remarks 
are quoted as follows: ‘One-third of the apple crop in Washington is 
going to ruin through sheer ‘inability to move or to handle in the face 
of the high freight rates,’’ and further goes on to say: “However, 
with the railroad rates as high as they are and no cars available, 
growers are only shipping what fancy apples they can.” 

The writer will not take issue with Mr. Adams on the “shortage 
of cars,”’ as that may or may not be; however, he is absolutely and 
unequivocally “‘floundering’’ when he "charges it up to “high freight 
rates,”’” and he cannot justify his assertions. 

The Interstate Commerce Commission has approved a tariff in 
which it considers the rate as being ‘‘just and reasonable” from vari- 
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ous points of origin to various destinations, and their authority is as 
ollows: 

The rate from either Spokane or Wenatchee, Wash., to Dallas, 
Texas, is $1.50 per cwt.; with a maximum minimum of 35,000 lbs. per 
car, and this would figure out $525 per car, and from a reliable source 
there are usually loaded into each car 700 boxes; or, in other words, 
the a rate would be 75c per box for the freight from Wenatchee 
to Dallas 

On page sixteen of your same issue under the wholesale markets 
for Dallas, it is quoted: ‘“‘Washington Jonathans $2.75 per box’’; 
therefore, this would indicate that the shippers or handlers in Wash- 
ington received $2.00 per box f. o. b. cars at shipping point. 

In order to further satisfy myself, the writer treaded both oy Ae “ 
Elm, Main, Commerce and Ervay streets, and out on the sidewalk 
outside the many retail stores were a number of boxes of “‘Wash = 
ton apples’’ with a price card attached showing the sale prices as 
$3.95 and $4.25 per box. 

Some several weeks ago, while riding on a train, I came in contact 
with a Washington apple farmer who emphatically stated that if the 
farmers in his state could obtain one dollar per box for their apples— 
the very choicest ones—they would be making big money, and be 
more than satisfied, and the result would be about as follows: 

Dec. 20th. Dallas retail sale price (lowest price)......... per box $3.95 


Leas freight rate aS ADOVe: Stated ...cccccoveccsccocecs per box ..75 
$3.20 
If the Washington farmer can make money at........ per box 1.00 


The “high freight rates’ that Mr. Adams speaks of did not cause ——- 
this difference 2.20 


If the “handlers,’’ middle man, or sales organizations would take 
a little lesser margin for their services there is no doubt but what the 
growers of Washington would obtain a better price, and be satisfied, 
and Mr. Adams, nor any other ‘“‘galoot,’”’ could try to fool the public 
that it was on account of the so-called high freight rates. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers’ Association, in a re- 
view of the lumber industry at the close of the year, said that, 
on the whole, transportation conditions were much improved. 
The Southern Pine Association reported that, although orders 
had piled up heavily because of the car supply stringency, the 
situation had been generally alleviated and that shipments in 
November were approximately 25 per cent higher than in Octo- 
ber. The West Coast Lumbermen’s Association reported the 
car supply situation as slightly better in the last three weeks, but 
was now being curtailed by middle western snow and cold 
weather. 

The North Carolina Pine Association reported an improve- 
ment in car supply. The Northern Pine Manufacturers’ Asso- 
ciation reported that the car supply was about sufficient to meet 
requirements. The Western Pine Manufacturers’ Association 
said the car supply was “spotted but probably improved,” but 


Car Shortage and 
Surplus for Four 
~ Years 


se ; 
Th Jee The accompanying chart, prepared by the 
waa American Railway Association, shows graphically 
the extent and periods of car surpluses and short- 
ages for the last.four years. 

Counting all freight cars, there were only two 
months of 1919 when reported car shortages ex- 
ceeded car surplus. General inflation in nearly 
every line of business commenced in August, 
1919, and price levels reached their peak in June, 
1920, with a related car shortage extending from 
December, 1919, to October, 1920. Commencing 
with July, 1920, the drop in commodity prices 
was almost perpendicular, but shipments did not 
react to the decline in price levels until October, 
1920, permitting the overstocking of goods in the 
possession of consumers, and a prolongation of 
the “buyers’ strike’ during the entire year of 
1921. This very sharp turn in the business cycle 
is reflected in the large car surplus (which means 
idle capital) during the entire year of 1921. Car 
surplus exceeded car shortage during 1922 until 
September, when car shortage conditions prevailed 
in many sections of the country. 

Reported car shortage was greater in October 
and November, 1922, than during the correspond- 
ing period of 1920, but the total car loadings 
during these months of 1922 were 245,611 cars 
greater than the same months of 1920. Particu- 
lar attention is directed to the fact that the peak 
of car shortage was reached in October, 1922, but 
this shortage is less than one-third of the num- 
ber of surplus cars existing during the peak 
month of car surplus. While the car shortage 
continued to grow in extent this year, the price 
level of agricultural products has also continued 
to increase, emphasizing the desirability of 
spreading the movement of farm products over a 
longer period.—Railroad Data, Dec. 21. 
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Into the New Year With a Rumbling of 


Thanks to the Year ’22 and the Friends it has added to th 
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Yes, the natural answer to economical and dependable service. A Joint Terminal and Steamship Operati 
devoted to the one purpose of through dispatch at Lowest Costs from interior points to Coastwise and Fort 
Destinations—from Foreign and Coastwise Points to Interior Destinations—As a pendulum of a clock, swil 
the regular sailings of the Pacific Mail Steamship Com pany—now East—now West—Coast to Coast via Pana 
Canal—Continuous—Direct Movement of Freight Traffic—Ocean to Rail—Rail to Ocean. 

If it is Freight and originating at or destined to points in the States of Michigan, Indiana, Illinois, Oh 
Kentucky, Virginia, North and South Carolina, Northern Georgia, Eastern Tennessee, Southern West Virgini 
and originating at or destined to Pacific Ports, Pacific Islands, The Far East, West Coast of Central America} 
Mexico or the West Coast of South America, then you are invited to join us in recognizing the fact that thro 
no other port or ports is it possible for this traffic to dispatch at Lower Through Costs than through Hamp 
Roads—That through no other port or ports may it move with greater elasticity and freedom of congestion! 
over more Able and Unhampered Trunk Lines—More Directness of Movement rail to ship—ship to rail 
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—Southgate Terminals—Hampton Roads 


) thre of those who forge ahead with us into ’23, under the stim- 
e nmswer to economical, dependable service. 


4st via Panama Canal | 


pre eEe sO 
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with a greater degree of attention and study with you in the Prompt and Economical Dispatch of your ship- 
ments by the Port Organization working with you in this one big effort than at Hampton Roads. In this 
Special Feature of our Hampton Roads Service also we throw into the big effort with you just as on other 
special Ocean service of ours, combined Terminal and Steamship Organization, equipped with fifty-hole Freight 
Tariff case, in which distribute Freight Tariffs of the Country—Our Customs Department—Operating Depart- 
ments—Terminal and Steamship—Freight Bill Revising—Correct Routing—AlIl under the guidance and super- 
pis, Ol Vision of A-1 Freight Traffic Organization of experience such as to inspire and hold the confidence of the 
‘irgini@g Shipping World. 

erica ! New Year Resolutions? To make one that will stay “Put’”—One that every passing day will unfold a 
t thro teason and bring no longing for return to the usages of Yesterday—lIt is that we will combine our efforts toward 
Hamp@ Minimum Costs in Through Freight Transportation by free use of uninterrupted and dependable service Coast 
stion 4! Coast via the Panama Canal, focused through Hampton Roads—Connecting Ocean with Rail at a lower rail 
y rail-# ost to and from Shipside—Save It—And pass it on to further expansion of Business—Freight Costs. 
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that westbound empties were held up by snow. The California 
Redwood Association reported the car supply short, but slightly 
better. The California White and Sugar Pine Manufacturers’ 
Association reported the car supply as normal. The Northern 
Hemlock and Hardwood Manufacturers’ Association reported the 
car supply as “easier.” 


In reviewing conditions for the week ending December 16 
the national association said: 


The total number of mills reporting to the National Lumber Manu- 
facturers’ Association for the week ending December 16th was 395, 
as against the revised number of 406 for the preceding week. Due 
almost, if not wholly, to weather conditions, both of a seasonal and 
exceptional nature, the production of these mills fell off about. 18,000,- 
000 feet from that of the preceding week. Shipments showed a very 
slight increase, notwithstanding the obstacles to transportation caused 
by snow and cold in some sections; while orders increased over 
14,000,000 feet, indicating an exceptionally favorable condition of trade 
for a usually ‘dead’? period of the year. In percentage terms the 
mills of the eight associations reporting gave their shipments as 113 
per cent and their orders 117 per cent of current production. The 
Southern Pine Association mills give their shipments as 108 per cent 
and their orders as 127 per cent of production, while the West Coast 
Lumbermen’s Association mill report shipments 112 per cent and 
orders 114 per cent of production. 

For those of the above mills—363 in number—that have an estab- 
lished normal production figure for the past week, it being 228,467,315 
feet, actual production was 82 per cent of normal, shipments 91 per 
cent and orders 97 per cent. 


The following is the summary of the softwood lumber move- 
ment for last week: 
Corresponding Preceding 
Week 


Last Week Week, 1921 
Mills 


CHU e Geena nes neweecenhs 395 362 406 

EPGGUCUION cecccccccccsvcee 197,478,117 ft. - 166,547,742 ft. 215,324,471 ft. 
DEAPUMORES nose ccccicccsesvos 222,520,985 ft. 153,759,364 ft. 221,045,284 ft. 
CONE: bee dicviocsevencsseses 231,998,594 ft, 145,810,706 ft. 217,911,370 ft. 


For the year, to December 16, being 50 weeks, the figures 
of the three factors of the lumber movement are as follows: 


Production Shipments Orders 
RO cnetardedevckess 11,066,971,018 ft. 10,451,822,103 ft. 11,204,506,425 
oe) > Serre 7,920,020,389 ft. 17,968,397,681 ft. 8,196,965,423 
1922 Increase.... 3,146,950,628 ft.  2,483,424,422 ft. 3,007,541,002 


HEAVIEST FALL LOADING 


“More cars were loaded with revenue freight during Sep- 
tember, October and November this year than during those 
months in either 1921 or 1920,” says a statement issued by the 
Association of Railway Executives. 

“A total of 13,360,288 cars were loaded during the three 
months this year, compared with 11,737,299 cars during the same 
period in 1921, and 13,275,515 during the same months in 1920. 

“Loading by commodities for that period follow: 


Commodity. 1922 1921 1920 
a ere 730,737 675,638 551,311 
BEE. Gr cdia by 40k 60 bee He beh cease ce 527,696 450,137 432,342 
ei re Ci cA Reb ohh bued 6e6 ied caveccwens 2,595,083 2,391,920 2,985,060 
CR abe bik Wad) 40 d06 86 suv bce Koes wae 147,883 83,486 214, 
I. iva. 6:6 510-05 08s 0 bce ¥00 con 831,941 686,224 815,687 
Ce Aes eos hime css weeks annweele 600,919 269,437 908,639 
po 2 ER: RE SPS eae 3,180,930 3,178,421 2,848,358 
RRS a NT 4,745,099 4,002,036 4,488,453 

NE ak os da once Sd Sere o aan a oreruenes 13,360,288 11,737,299 13,275,515 


“For the first eleven months this year 11 per cent more 
cars were loaded with revenue freight than during the same 
period last year, but there was a decrease of 6 per cent in the 
number loaded during the first eleven months this year com- 
pared with the same period in 1920. 

“The total number loaded from January 1 to December 1 
this year amounted to 40,358,818 cars. This was an increase of 
3,680,216 cars in the number loaded during the first eleven 
months last year, but a decrease of 2,614,493 cars in the number 
loaded during the corresponding period in 1920. 

“Loading of revenue freight during November this year was 
the heaviest for that month in the history of the railroads, hav- 
ing amounted, for the five weeks’ period from October 29 to 
December 2, to 4,718,544 cars. This was an increase of 921,514 
cars, or 24 per cent, over the corresponding period last year.” 


FRUIT AND VEGETABLE SHIPMENTS 


“The Imperial Valley of California will soon be the source 
of enormous shipments of lettuce,” the Bureau of Agricultural 
Economics, Department of Agriculture, says in its weekly market 
review of fruits and vegetables. “Total lettuce movement de- 
creased slightly during the week ending December 23, but that 
was only the lull before the period of heaviest supplies. All 
other principal fruits and vegetables decreased in movement ex- 
cept cauliflower and celery, bringing the total shipments down 
to 6,700 cars or 6 per cent less than the preceding week. Celery 
shipments nearly doubled.” 


The totals from the weekly summary of carlot shipments 
follow: 





Totals for week and season are regularly subject to revision be- 
cause of the receipt of late and corrected reports from the railroads,, 


~ 
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Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Tuesday, December 26, 1922. 


Week Week Pre- Total Total 
Dec. Dec. vious this last 
17-23, 18-24, week season season Total 
ine., this inc., last this toDec. to Dec. last 
s@ason. s@aSon. season. 28,inc. 24, inc. season. 
Boxed apples— 
AA 704 955 30,517* 47,015 56,313 
Barreled apples— 
EE ccccsaces ~“OA0 153 705*  46,945* 25,697 82,138 
Cabbege 
ee, » 391 293 575*, 33,984* 26,676 31,000 
Cauliflower 
— ae 196 166 180 1,255* 1,744 4,335 
Celery— 
oS ee 649 361 374 11,486* 10,060 11,640 
Lettuce— 
nt a pers 499 355 559 2,581 2,716 21,874* 


Mixed vegetables— 
(Cal. yr., 1922.) 


aes 204 98 289* 18,899* 15,683 15,816 
Onions— 

ERS aves 46 ater 309 179 420* 22,792* 17,071 20,777 
Spinach— 

_ ae 131 110 197* 1,128* 738 4,654 


Sweet potatoes— 
1, ee a 313 319 6038* 13,361* 12,222 19,278 


Summary White Potatoes. 
Leading sections, late 




















IN <erng- ase waces 2,559 1,709 2,214 86,537 99,209 185,369 
Other sections, late 
ees 61 61 65 24,862 18,501 20,324 
ear ey wcierea 40,776 32,461 32,558 
TE knedkedes 2,620 1,760 2,279 152,175* 150,171 238,251 


*Includes all delayed and corrected reports received to date. 


TRANSPORTATION IN 1922 


In a statistical review of business in 1922, the Department 
of Commerce has the following to say with respect to railroad 
and water transportation: 


The average surplus of 282,926 freight cars on December 1, 1921, 
has almost disappeared, and in its place the average shortage has in- 
creased from almost nothing to 133,786 cars. The number of cars in 
bad order has been considerably reduced during the year. Total car 
loadings for 1922 increased about 11 per cent over 1921, in spite of 
the drop in coal loadings and were almost up to the high mark of 
1920. Railroad revenues declined 2 per cent from 1921 on a ten months’ 
basis, due to a decrease of 1 per cent in freight revenue and 9 per cent 
in passenger revenue. Operating expenses were reduced by 6 per cent, 
resulting in a gain of 23 per cent in net operating income. 

Panama Canal traffic was 19 per cent larger than last year and 
made a new high record; traffic in American ships increased 26 per 
cent. Traffic through the Sault Ste. Marie Canal was 25 per cent 
larger than in 1921. 





AGRICULTURAL REPRESENTATIVE 


The car service division of the American Railway Asso- 
ciation announced this week the appointment of Elmer Knutson 
of. St. Cloud, Minn., as “agricultural representative,” a new 
position created by the division. Mr. Knutson is an agricul- 
turist and is a brother of Representative Harold Knutson of 


Minnesota. The following announcement was made by the 
division: 


To enable the car service division to keep more intimately advised 
regarding the transportation requirements of the farming communities 
of the country, it has been. determined to appoint an agricultural 
representative whose function will be to keep in touch with farm 
needs so far as freight transportation requirements are concerned. To 


fill this position Mr. Elmer Knutson of St. Cloud, Minn., has been 
selected. 


The agricultural representative will analyze the movement of 
agricultural products and will cooperate with farm organizations 
throughout the country in anticipating car requirements in the differ- 
ent producing territories. In order to obtain accurate information and 
a close-up view of the situation he will spend most of his time in 
the agricultural sections of the country. Creation of this office is 
part of the general plan of the car service division to bring about 
closer cooperation between the shippers and the carriers. 


RAILROAD LEGISLATION 


The Trafic World Washington Bureau 
Though more than three weeks have elapsed since Pres- 
ident Harding submitted his views on transportation to Con- 
gress, neither the Senate interstate commerce committee nor 
the House committee on interstate and foreign commerce has 
met to consider the recommendations made by him. If the 
chairmen of these committees have their way, there probably 
will be nothing done in the remaining two months of the short 
session. Certain members of the committees, however, particu- 
larly some of those on the House committee, are expected to 
make a move shortly after the first of the year looking toward 
hearings on railroad legislation. Even these members, however, 
have little hope of final action by Congress on such legislation 
at. the present session. 
Representative Hoch, of Kansas, who has several bills pend- 
ing before the committee, relating to section 15-a, section 13 
and the labor provisions of the transportation act, is expected 
to urge the House committee to act on these measures, Rep- 
resentative Sweet, of Iowa, who will leave office March 4, also 
is in favor of the committee getting busy on railroad legislation. 
The House committee on interstate and foreign commerce 
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has been and will be busy on proposed legislation relating to 
the problems of the alien property custodian. When the com- 
mittee completes that work, it is expected that the question of 
dealing with proposed railroad legislation will be taken up by 
the committee. It will then develop which forces are in the 
majority—those which favor postponement of consideration of 
railroad legislation and those which favor at least a start being 
made in the short session. 

There probably is less disposition among members of the 
Senate interstate commerce committee to take up railroad bills 
at the short session than among the members of the House 
committee. A number of the committee members will go out 
of office March 4. They are Senators Townsend, Poindexter, 
Pomerene, Myers, Frelinghuysen, and Kellogg. With the excep- 
tion Senator Myers, of Montana, who did not stand for re-elec- 
tion, all were defeated in the November elections. These sen- 
ators were among the most active membérs of the committee 
in matters relating to railroad legislation. After March 4, the 
Senate interstate commerce committee will undergo a drastic 
reorganization. Senator Cummins will no doubt remain as 
chairman. 

Administration leaders still wish to avoid an extra session 
after March 4 but the impression is growing that President 
Harding will be forced to call an extra session some time be- 
tween March 4 and December, 1923. Revision of the transpor- 
tation act will be one of the important subjects to be taken up 
if the extra session is called. 

In the event of an extra session, proposed revision of the 
law will center around the Railroad Labor Board, the rate- 
making provision, and regulation of intrastate commerce by the 
Interstate Commerce Commission. 4 


RAILROAD BILLS IN CONGRESS 


(From Railroad Data, Dec. 21) 


One hundred and thirty-four important. bills affecting rail- 
roads (and many of lesser importance) are before Congress, 
eighty-eight of which have been introduced in the House and 
forty-six in the Senate. These bills pertain to almost every 
phase of railroad operation and traffic regulation. 


In the House bills have been introduced to prohibit dis- 
crimination on account of race, color, etc.; to provide special 
transportation rates for school children visiting Washington; 
to provide anti-strike laws; to require the railroads to build 


new warehouses; to require reduced rates for military and naval 
forces, and to abolish the Labor Board. 


Bills have also been introduced to prescribe new rates and 
fares for all railroads; to provide for health and safety of 
employes; to provide for prompt adjustment of claims; to amend 
the transportation act; to restore jurisdiction of all the states 
in regulating commerce; to provide seasonal coal rates. 

Another set of proposed laws would repeal section 15a of 
the transportation act—a paragraph instructing the Interstate 
Commerce Commission to provide, so near aS may be, rates 
which will yield the railroads a fair return on the government’s 
valuation of their properties. , 

Other bills have been drawn to promote the safety of em- 
ployes and travelers on the railroads and to prohibit congress- 
men from accepting gratuities from railroad companies. 

One has been drawn to authorize the Interstate Commerce 
Commission to approve or disapprove all railroad contracts in- 
volving the construction or repair of locomotives and cars and 
maintenance work, such as building, maintaining and repairing 
tracks and roadbeds, water stations and other facilities or equip- 
ment. 

Other bills are intended to restore to state commissions such 
jurisdiction as they exercised over intrastate rate questions 
prior to the war; to require the railroads to issue mileage books; 
to establish a board of railroad adjustment for the settlement 
of disputes between carriers and employes; to require the In- 
terstate Commerce Commission to reduce freight rates on agri- 
cultural products and live stock 33% per cent and to require 
the Labor Board to investigate the justness and reasonableness 
of wages. 

A resolution in the Senate calls for the appointment of a 
Joint Congressional Commission to investigate the railroad situ- 
ation; another authorizes the Labor Board to rescind its deci- 
sion reducing the wages of railroad employes effective last July; 
another authorizes the Interstate Commerce Commission to give 
priority in car service to cars for building materials. 

In the Senate bills have been introduced to provide for the 
creation and organization of a National Railway Corporation 
for car pooling and distribution of freight cars; to repeal sec- 
tion 15a of the transportation act and to modify the so-called 
rate-making sections of the act so as to give the state commis- 
sions greater authority in fixing rates. 

Other bills have been drawn to authorize the Interstate 
Commerce Commission to fix seasonal rates on coal shipments; 
to require the railroads to make prompt settlements of claims; 
to require the railroads to alter existing methods of making out 
bills of lading; to provide for the appointment of members of 
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the Interstate Commerce Commission in such a way as will 
represent the geographical sections of the United States. 

Other proposed laws are designed to authorize the railroads 
to operate trains under daylight saving time in those districts 
where daylight saving time is in effect; to prohibit the use of 
wooden cars, and to provide for an extensive investigation of 
rates on citrus fruits. 


SPENS SUBMITS RESIGNATION 


The Trafic World Washington Bureau 


Conrad E. Spens, vice-president in charge of traffic of the 
Chicago, Burlington & Quincy, Federal Fuel Distributor since 
September, has submitted his resignation to President Harding, 
effective with the close of December 31. With his resignation 
he submitted a report of his activities during the emergency 
caused by the strike of coal miners and railroad shop crafts 
unions, all in preparation for the resumption of his work with 
the Burlington with the beginning of the new year. 

At the time the resignation of Mr. Spens was submitted it 
was understood that F. R. Wadleigh, assistant fuel distributor 
and technical coal man in the Department of Commerce would 
be named as distributor, though the emergency seemed to have 
disappeared except in a few parts of the country. 

Mr. Spens remained in Washington a month longer than he 
intended when President Harding, on the advice of Secretary 
Hoover, asked him to exercise the powers given the fuel dis- 
tributor and the Interstate Commerce Commission by the coal 
anti-profiteering statute, enacted when it seemed that the power 
to regulate commerce would have to be exerted to prevent ex- 
tortion. During his tenure of office Mr. Spens did not have to 
call—publicly, at least—on the Commission to exercise its power 
to deny cars to operators and coal sellers who demanded or 
received an unfair price for fuel. Whatever measures of re- 
pression may have been used were in the form of suggestion to 
offending operators and dealers that unless they conformed to 
the spirit of the statute, it might be necessary. temporarily, to 
put them out of business by withholding cars from them. 


COAL PRODUCTION REPORT 


“The rate of production of soft coal has declined since the 


‘second week of December,” the Geological Survey said in its cur- 


rent coal report. “Revised estimates for that week show 11,- 
495,000 tons, including lignite, coal coked, mine fuel and local 
sales, whereas. the preliminary estimate for the week ended 
December 16 stands at 10,518,000 tons, and for the present week 
(December 18-23) at 10,000,000 to 10,300,000 tons. The decline 
began on Tuesday, December 12, when the output was limited 
by observance of miners’ election day in some union districts, 
and has continued since that day for causes which are not yet 
apparent.” 


The report in part follows: 


Production of anthracite in the week ended December 16, includ- 
ing mine fuel, local sales and washery and dredge output, is estimated 
at 2,197,000 net tons on the basis of 42,016 cars loaded as reported by 
the railroads. This is the highest week’s output for the year 1922 and 
has been exceeded only once in the period covered by records of 
weekly output. 

Early returns for the present week (December 18-23) indicate 
diminished rate of production with a probable total of nearly 2,000,000 
tons. 

The practical closing of the lake season created no disturbance in 
the fields that supply the lake trade, and apparently demand from 
other sources was sufficient to absorb the tonnage that was made 
available. More seasonable winter weather apparently stiffened the 
market and reports of lack of demand were negligible in all districts 
east of the Mississippi except Illinois. In that state 10.7 per cent of 
capacity was shut down because of no market. West of the Missis- 
sippi there were notable decreases in no market losses in Iowa, Okla- 
homa, Texas and Wyoming. 

Transportation disability remained the dominant factor limiting 
production. 

he all-rail movement of bituminous coal to eastern New York 
and New England increased to 3,491 cars in the week ended December 
16. Shipments of anthracite, however, declined to 3,234 cars. The 
rate of movement of all coal—anthracite and bituminous—into this 
territory was 23 per cent greater than in the corresponding week a 
year ago. 

Tidewater business at Hampton Roads declined in the week ended 
December 16. The total quantity of soft coal loaded into vessels in 
that week was 265,002 net tons as compared with 293,730 tons in the 
week preceding. Although there was a small increase in exports, 
shipments overseas remains small. Other items decreased. 

he movement of bituminous coal over the Great Lakes continued 
in a small way through the third week of December. The Ore and 
Coal Exchange reports 53,086 net tons dumped, of which 50,829 tons 
were cargo coal and 2,257 tons were vessel fuel. 

he lake season is now virtually closed. Cumulative dumpings 
of cargo coal (bituminous) over Lake Erie piers in 1922 season to 
December 17 total 18,500,055 tons, which is 17.5 per cent less than in 
1921 and 1920, and 15 per cent less than in 1919. It is noteworthy, 
however, that of the total cargo coal reported for 1922, 1,179,417 tons, 
or 6.4 per cent, has gone to Lake Erie destinations not ordinarily 
taking ‘“‘lake’’ coal. Therefore, on the basis of regular movements the 
praeest season is 22.5 per cent behind 1921 and 1920 and 20 per cent 
ehind 1919. 

According to reports from the Collector of Customs at Buffalo, 
1,027,380 net tons of anthracite have passed up the lakes from that 
port. In addition, 199,661 tons were forwarded through Erie, making 
total shipments during the season to date, 1,227,041 net tons, 
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SHIP SUBSIDY BILL 


The Trafic World Washington Bureau 


Dilatory tactics employed by opponents of the Administra- 
tion ship subsidy bill caused Senator Jones, of Washington, in 
charge of the bill, to introduce a resolution calling for the ap- 
pointment of a committee of five to study the rules or pro- 
cedure of the Senate with a view to effecting changes that 
would result in expedition of the business of the Senate. The 
committee would not report until the opening session of the 
next Congress so that no relief would be afforded so far as the 
present session is concerned, but the resolution was introduced 
— result of the efforts to delay final action on the subsidy 
bill. 

Senator McKellar, of Tennessee, offered an amendment to 
the bill providing for abrogation of a commercial convention 
with Great Britain and the negotiation of a new convention 
“more in consonance with modern conditions of trade and com- 
merce between the two countries.” The amendment refers to 
section 34 of the Jones act providing for abrogation of comer- 
cial treaties imposing restrictions on the United States and 
which former President Wilson and President Harding declined 
to enforce. Mr. McKellar said the existing convention with 
Great Britain contained a number of discriminations against the 
American merchant marine. He also submitted an amendment 
providing for abrogation of such conventions with other nations. 

Senator Calder, of New York, made a strong appeal in be- 
half of the subsidy bill, declaring that government aid to ship- 
ping would help shipbuilding and allied industries and promote 
prosperity in all lines which would” be called on to furnish 
materials for ships. 

A proposal by Senator Borah of Idaho that the naval ap- 
propriation bill be amended to provide for an international 
economic and armament conference, has put the ship subsidy 
bill in the background for the time being. The subsidy bill 
remains the unfinished business of the Senate, but, by agrew- 
ment, the naval bill is now up for consideration. 

If the naval appropriation bill situation were not compli- 
cated by the Borah amendment, the naval bill probably would 
be promptly disposed of and the subsidy bill taken up again. 
The Borah amendment, however, will prolong consideration of 
the naval bill. The subsidy bill also_will be set aside when 
the rural credits legislation is taken up. 

The general legislative situation, therefore, is not favorable 
for speedy action on the subsidy bill. 

Senator Jones, chairman of the Senate commerce committee, 
announced his opposition to amendments to the subsidy : bill 
providing for abrogation of commercial treaties with foreign 
countries. He said provision for abrogation of such treaties 
had been made in the Jones act and that both President Wilson 
and President Harding held the treaties could not be properly 
abrogated. For that reason, he indicated, the amendments 
would be opposed. 

In addition to proposing abrogation of discriminatory com- 
mercial treaties as an aid to the American merchant marine, 
Senator McKellar has offered an amendment to the subsidy bill 
giving goods imported in American ‘lag ships a reduction of 
10 per cent in tariff rates His position is that with abrogation 
of the treaties and a reduction in the tariff rates as proposed 
no direct subsidy would be needed. Administration leaders, 
however, reflecting the viewpoint of President Harding, are op- 
posed to the proposals. 


OCEAN CARRIERS’ CONFERENCE 


The Trafic World Washington Bureau 


A joint conference of American and foreign steamship lines 
will be held January 15, to consider traffic matters affecting 
the North Atlantic, South Atlantic and Gulf districts, according 
to an announcement issued by the Shipping Board. The meet- 
ing probably will be held at Atlantic City, the board said. 

“This conference will include both American and foreign 
flag services, and will discuss traffic matters affecting the three 
different districts with a view to revising any discrepancies 
which may exist and continuing the present harmonious rela- 
tions now existing between the North Atlantic, South Atlantic 
and Gulf,” the board said. 


GERMAN SHIPPING’S RECOVERY 


Pessimism characterizes nearly every utterance, public and 
private, of the German shipowner and ship operator. They 
stress the effect of the Versailles treaty on German shipping; 
yet, says Consul J. K. Huddle, Hamburg, in a report to the 
Department of Commerce, the large companies at Hamburg and 
Bremen are launching new vessels, and the modern shipbuilding 
works at North Sea and Baltic ports continue to lay down 
new keels, while hundreds of thousands of tons under other 
flags are lying idle. In the twelve months ended June, 1922, 
German merchant shipping, according to Lloyd’s Register, in- 
creased 1,170,000 gross tons, while the combined merchant fleets 
of the United States, the British Empire, France, Japan, Italy, 
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Greece, Belgium and Portugal increased only 735,000 gross tons. 

With a gross registered tonnage of about 5,500,000 in 1914, 
and losses of 2,700,000 tons as the result of war-time operations 
and of about 2,900,000 tons as the result of the provisions of the 
treaty of Versailles, Germany’s tonnage immediately after the 
war ‘registered the small total of 400,000. Of this total the 
greater part was composed of old vessels, due for scrapping, 
and of small coastal vessels plying local North Sea and Baltic 
ports. There was not one ship expressly designed for oversea 
traffic, while a report just published leads to the belief that 
on September 30, 1922, the German merchant marine amounted 
to a total of 2,013,500 gross tons. The additions for September 
alone (included in these figures) cover six vessels launched, 
aggregating 33,700 tons, and 11 vessels completed that agegre- 
gate 60,700 tons. 


SWEDISH MERCHANT MARINE 


The total gross tonnage of Sweden’s merchant ships on June 
30, 1922, was almost exactly the same as on June 30, 1914, ac- 
cording to an analysis by E. T. Chamberlain of the transporta- 
tion division of the Department of Commerce. Actual figures 
are: 1914, 1,118,086 gross tons; 1922, 1,115,375 gross tons, a 
decrease from the pre-war figure by 2,711 gross tons. 

Sweden lost from submarine warfare 201,400 gross tons of 
her ships, but between 1914 and early 1922, built 309,000 gross 
tons, making good the submarine losses and a certain amount 
of tonnage transferred in 1920-21 to German registry on account 
of lower wages and costs. 

The number of ships in 1922 is 1,466, a decrease of 121 from 
1914, showing that in Sweden, as elsewhere, the tendency is 
to replace scrapped smaller. ships by ships of constantly increas- 
ing tonnage. Another notable item of the Swedish shipping 
returns is the steady increase in motorships, which has been 
marked also in Danish and Norwegian shipping, and is one of 
the salient features of post-war shipbuilding. In 1914 Sweden 
had 1,270 steamships of 1,015,762 gross tonnage, and only 44 
motorships of 10,475 gross tonnage. In 1921 the number of 
steamships was 1,109 of a tonnage of 927,886, a decrease of 
87,876 tons from 1914, and motorships numbered 165, of a gross 
tonnage of 94,156. Statistics showing these details in 1922 are 
not yet available. 

Sweden has never paid much in the way of direct sub- 
ventions and the few pre-war contracts, which expired during 


_ the war, have not been renewed. Swedish as well as Norwegian 


mails, as a rule, go to Frederikshavn, Denmark, and thence by 
rail to channel ports, where they are picked up by liners. But 
since .1903 the government has been assisting shipbuilding, by 
government loans.to shipowners and refunds of duty on ma- 
terials imported by shipbuilders. The total amounts of this 
aids 1914-21. inclusive, are: Loans to shipbuilders, 31,711,500 
kroner; refunds of duties, 4,287,837 kroner. 


EFFECT OF IMPROPER PACKING 


(Commerce Reports) 


Careless packing and shipping methods on the part of indi- 
vidual American concerns often have far-reaching effects on 
our export business generally by arousing local prejudice against 
American products. Correct packing of goods for export is as 
much a problem of national prestige as of the reputation of 
an individual firm. 

This has been emphatically demonstrated in a report just 
received from George B. Arnold, American vice-consul at 
Corunna, Spain. A New York firm shipped 25 drums of bleach- 
ing powder to the largest wholesale drug concern in Corunna. 
Besides failing to forward the amount of bleaching powder 
ordered by the Spanish customer, the shipment arrived in the 
poorest possible condition—all the drums were badly rusted, 
and several had opened along the seams and ends. Fifty kilos 
of the powder were lost, and dampness had reduced its strength 
considerably. The consul made a personal inspection of the 
shipment after its arrival and alongside a similar consignment 
from England. His statement as to the contrast between the 
two shipments should give American exporters food for thought: 


The American drums were so rusted that only a close scrutiny 
would show they had once been painted; the English drums were still 
shinine under a coat of black paint. The average weight of the 
American containers was 9% kilos as compared with 15 kilos for the 
English, and in spite of evident rough handling none of the latter 
were opened at the seams. In addition, the marks on the American 
drums were entirely obliterated, while the English containers were 
plainly marked in white in such a way that the net weight of each 
could be readily compared with the invoice. 


It is evident from the foregoing that the American ship- 
ment in question was improperly packed, even for domestic 
shipment; but when the hazards associated with export shipment 
are taken into account it is hard to understand how an American 
exporter could justify such careless methods of packing and 
marking. 

The rough handling consequent to loading and unloading 
over ship side in “slings” on which a number of boxes, bales 
and other cargo packages of various weights and sizes are 
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piled, the stresses encountered in the rolling of a ship, the 
weakening effect of moisture conditions and the elements— 
these are some of the hazards that an exporter must consider 
in preparing his merchandise for shipment abroad. If our ex- 
porters, particularly those who are inexperienced, will consider 
these facts and keep in mind that “a shipment properly packed 
is half delivered,” it will result in our goods going abroad so 
packed and marked as to assure their arrival in the foreign 
country in salable condition and will eliminate ,criticisms 
leveled unjustly at American exporters in general. 


PANAMA CANAL TRAFFIC 


A new high record for tonnagé and tolls of vessels tran- 
siting the Canal was established in November, when 294 ocean- 
going commercial vessels transited the Canal, with an aggre- 
gate net tonnage of 1,337,280, Panama Canal measurement, on 
which tolls of $1,264,436.54 were paid. This makes the fifth 
consecutive month of the present year in which the tolls have 
exceeded $1,000,000. North and southbound traffic, except for 
cargo tonnage, was about equal. 

The cargo tonnage from the Pacific to the Atlantic repre- 
sents the greatest one-way cargo movement of any month during 
the operation of the Canal, and is in itself greater than the com- 


bined cargo tonnage passing both ways through the Canal 
during November of last year. 


LOVE GOES TO NEW YORK 


Chairman Lasker of the Shipping Board and J. B. Smull, 
president of the Emergency Fleet Corporation, have announced 
that, effective January 1, 1923, W. J. Love, as vice-president and 
general manager of the Emergency Fleet Corporation, will live 
in New York, in charge of the Shipping Board’s operations, at 45 
Broadway. 

In order to ‘co-ordinate the Shipping Board’s passenger serv- 
ices, all passenger lines will report to Mr. Love. 

The duties relative to traffic which Mr. Love performed in 
Washington will revert to W. B. Keene, who will have full charge 
of all traffic matters everywhere, including New York. Mr. 
Keene, besides being a trustee of the Emergency Fleet Corpora- 
tion, will have the title of director of traffic. 


THE PORT OF ASTORIA 


A fire on December 8 wiped out the entire retail section 
of the city of Astoria, Ore., causing a loss of fifteen to twenty 
million dollars. The basic industries along the waterfront are 
intact, however. The great port terminals, costing nearly five 
million dollars, were untouched by the fire and are ready to 
handle business. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and_all correspondence held in strict confidence. The TRAFFIC 
WORLD, 418 South Market Street, Chicago, Ill. 











.WANTED—Five ‘Hard Boiled’’ Rate Men who can acceptably fill 
Position with this Bureau, which has the best equipment of men and 
tariffs and represents many of the largest shippers. We prefer men 
with ‘“‘Freight Bill Coroner’? experience and only those who can deliver 


the goods. Correspondence School graduates please not answer. 
Freight Audit Company, Chicago. 





POSITION WANTED—Station agent, three years’ experience with 
large railroad, familiar with accounting, rates all territories, handling 
of claims, routing, etc., desires to locate with industrial concern, in 
traffic department, as assistant manager or rate clerk. LaSalle grad- 
uate. Address R. I. F. 499, Traffic World, Chicago. 


CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, Ill. 


Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


Merchandise Storage and Distribution Specialists. 





SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quiek Despatch 
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Petry Express & Storage Co. Inc. 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





POOL CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Em Building, PITTSBURGH, PA. 
i as ” "Phone 1574 Smithfield. 





TOLEDO, OHIO 


The Toledo Terminal Warehouse Co. 
928-930 GEORGE STREET 


TOLEDO, OHIO 
STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 













CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canai Street, near Tayler Street 


Teaming of Every eat ove Serviee and Cariead 





WACO, "TEXAS THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 
DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


MERCANTILE 


Storage & Warehouse Company 


MERCHANDISE 
DISTRIBUTION and WAREHOUSING 
WRITE US FOR RATES 


UMAHA 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 






LOSS OF OR INJURY TO GOODS 


Duty to Safely Transport Goods to Destination; Consignee May 
Not Reject Goods of Substantial Value, But May Reject 
Worthless Goods. 

(Supreme Court of Georgia.) When goods are delivered 
to a carrier for transportation, it is the duty of the carrier to 
safely transport and deliver them to the point of destination. 
If the goods are damaged in transit, but still remain of sub- 
stantial value, the consignee cannot reject the goods, but must 
receive them, and may, if damaged negligently, sue and recover 
from the carrier for any damage sustained. If, however, the 
goods are so damaged as to be worthless, or are useless for the 
purpose for which they are intended, then the consignee can 
reject and refuse them, and hold the carrier liable for their 
value. Wilensky vs. Central Rl. Co., 1386 Ga. 889, 894, 72 S. E. 
418, Ann. Cas. 1912D, 271. (Sipple et al. vs. Seaboard Air Line 
Ry. Co., 114 S. E. Rep. 435.) 

Agreement to Transport Damaged Goods to Shipping Point for 
Repairs Valid; Agreement by Claim Agent for Transporta- 
tion of Damaged Goods for Repairs Binding When Ratified. 
Under the circumstances stated in the foregoing note, it 

would be competent for the consignee and the carrier to enter 
into a contract by which the latter was to carry, without com- 
pensation, such goods from the point of destination, where there 
were no facilities for repairing them, back to the point of 
shipment, so that the shipper could have the damage properly 
repaired and thus lessen the damage to the carrier; and under 
such circumstances this contract would not be in contraven- 
tion of public policy, as declared by Civ. Code 1910, Sec. 2629, 
and by the rules of the Railroad Commission, which forbid any 
railroad corporation from making any unjust discrimination 
in its rates or charges of toll, or in compensation for the trans- 
portation of passengers or freights of any description, and 
would not be an unjust discrimination so as to render the con- 
tract void. Such a contract, made by the claim agent of the 
carrier, whose duty it is to adjust claims or damages sustained 
by shipment, and ratified by the carrier in returning the goods, 
would be binding.—Ibid. 

Duty As Carrier of Interstate Shipment -Held Terminated 48 
Hours After Arrival of Goods and Notice ursuant to Limi- 
tation in Bill of Lading. 

(Supreme Court of North Carolina.) Duty as a carrier of 
an interstate shipment terminated 48 hours after arrival of the 
goods at destination and notice thereof given by the connecting 
carrier pursuant to the uniform “order notify” bill of lading, 
providing they might be kept subject to responsibility as ware- 
houseman only if not removed within that time by the party en- 
titled. (Effland Hosiery Mills vs. Hines, Director General of 
Railroads, 114 §. E. Rep. 472.) 

Initial Carrier Held Not Liable Under Carmack Amendment for 
Loss or Damage to Goods Held by Terminal Carrier as 
Warehouseman. 

Where the terminal carrier retains goods in its possession 
as a warehouseman, the initial carrier is not liable under the 
Carmack Amendment (U. S. Comp. St. Sec. 8604a, 8604aa) for 
any subsequent loss or damage to the goods so held.—Ibid. 
Initial Interstate Carrier Held Not Liable for Damage to Stored 

Goods by Fire Claimed to be Due to Negligence of Terminal 

Carrier or Warehouse in Delaying to Reship. 

Where, pursuant to the uniform interstate bills of lading, 
refused goods were stored by the terminal carrier in a public 
warehouse, where, as provided in the bill of lading, they were 
to be held at the owner’s risk and without further liability on 
the part of the carrier, the initial carrier’s liability terminated, 
and it could not be held liable for their damage by fire claimed 
to be due to negligence of the terminal carrier or the warehouse 
in delaying to reship after the shipper ratified the delivery, and 
on his own responsibility assumed control of the goods, surren- 
rene! the original bills of lading, and instructed the reshipment. 
Not Negligence for Terminal Carrier, Pursuant to Contract, to 

Store Refused Goods in Public Warehouse, Where They 

Were Damaged by Fire. 

Where goods were refused by consignee, it was not negli- 
gence for the terminal carrier, as expressly allowed by the 
contract, to store them in a public warehouse, where they were 
damaged by fire thereafter, and when they were stored the 
initial carrier’s liability terminated.—lIbid. 

Storage of Goods Part of “Transportation,” and Carrier’s Lia- 
bility Thereafter Not Changed From That of Warehouse- 
man Under Interstate Commerce Act. 

Storage of goods after reaching destination is a part of 
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their transportation, as defined in U. S. Comp. St. Sec. 8563, 
and the carrier’s liability thereafter is not changed from that 
of warehouseman to that of carrier under the Interstate Com- 
merce act, but their transportation simply includes storage 


with the ordinary liability of a warehouseman incident thereto. 
—Ibid. 


Company Not Liable On Cause Arising During Federal Control. 

(Supreme Court of Arkansas.) A railroad company is not 
liable, either at common law or under Federal Control Act, 
Sec. 10 (U. S. Comp. St. 1918. U.S. Comp. St. Ann. Supp. 1919, 
Sec. 3115%j,) on a cause arising from operation of its railroad 
by the government through the Director General. (Arkansas 
Land & Lumber Co. vs. Davis, Federal Agent, et al., 244 S. W. 
Rep. 730. 


Time of Bringing Suit and Not of Substituting Proper Person 
as Defendant in Capacity of Federal Director General De- 
termines Running of Limitation. 

Where a person not federal Director General was in that 
capacity made defendant, and later plaintiff substituted the 
real incumbent, the time of bringing suit and not time of sub- 
stitution determined the three years’ limitation against plaintiff, 
since the substitution was, under Crawford & Moses’ Dig. Sec. 
1239 an allowable amendment in form to correct defendant’s 
name.—Ibid. 


Provision of Interstate Bill of Lading, Measuring Damage by 
Value at Place of Shipment Plus Freight Charges, Inef- 
fective. 

(Supreme Court, Trial Term, Oswego County.) Under the 
Cummins Amendment (U. S. Comp. St. Sec. 8604a,) a provision 
of an interstate bill of lading measuring the damages for loss 
or damage by the value of the property at the place and time 
of shipment, including freight charges, if paid, was ineffective, 
and the amount of damages for wrongful delivery was to be 
determined by rules of common law applicable to breaches 
of contract. (Smith vs. New York, O. & W. R. R. Co., 196 N. 
Y. §., 521.) 


Measure of Damages for Nondelivery of Shipment Stated: 
Under the common-law rule, the damages for wrongful 

delivery of goods by a carrier were measured by the market 

price of goods of the kind specified in the quantity specified 


at the place of destination at the time they should heve been 
delivered.—lIbid. 


Dealer Cannot Recover Profits on Resale as Damages for Non- 
delivery Without Pleading Special Damages. 

A coal dealer, suing for wrongful delivery to others of a 
carload of coal consigned to him, cannot recover his prospective 
profits on the resale of the coal at retail, when no facts entitling 
him to special damages are. pleaded.—lIbid. 


When Plaintiff Recovered Less Than the Amount of Judgment, 

Defendant Entitled to Costs After Offer. 

Where defendant served with its answer an offer of judg- 
ment for a specified amount, with interest and cosis, to the 
date of the offer, and plaintiff refused the offer, but recovered 
less than the sum offered, he is entitled to costs only up to 
the time of the offer, and defendant is entitled to costs there- 
after.—Ibid. 


BILL OF LADING 


Shipper Liable to Bank for Negligently Handling Bill o? Lading 

Whereby Bank Was Defrauded: 

(Supreme Court of Washington.) Where the collection 
agent of a shipper of a carload of lumber permitted the broker 
to whom the lumber was sold to get possession of the bill of 
lading without paying the sight draft, and neither the shipper nor 
the collection agent were aware that the broker had possession of 
the bill of lading until about a month after the broker had secured 
the exchange bill of lading, secured a loan on it from a bank, 
and then became insolvent, at which time the shipper sold the lum- 
ber to another the shipper was liable to the bank for the amount of 
the loan, under the maxim that, where one of two innocent 
persons must suffer from the fraud of a third person, the loss 
should: fall on the one whose imprudence enabled the third 
person to commit the fraud. (National City Bank vs. Parker 
Bell Lumber Co., et al., 210 P. Rep. 10.) 

Awarding of 8 Per Cent, Instead of Legal Rate of 6 Per Cent, 

Held Not Error. 

The awarding of 8 per cent interest on a judgment of $1,100, 
instead of the legal rate of 6 per cent, was not error, where the 
basis of the judgment was a loss of a loan of $1,100, with 
interest at 8 per cent, which was caused by the imprudent 
conduct of the judgment debtor.—lIbid. 


Stipulation Requiring Demand for Damages Within Specified 

Days or a Reasonable Time Binding. 

(District Court, W. D. Washington, N.D.) A stipulation in 4 
shipping bill that damages to a cargo must be asserted within 
90 days or a reasonable time after they accrue is binding. 
(The Henry 8. Grove, 283 Fed. Rep., 1019.) 

Failure to Sue for Damages Within Time Specified in Shipping 

Bill New Matter to be Pleaded in Answer. 

In libel to recover damages to goods during transportation 
by respondent’s ship, the failure to bring the suit within 90 
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Removal Notice 


On account of recent fire in the Dearborn 
Station the following offices of the Belt Railway 
Company of Chicago are temporarily located in 
the Transportation Building: 


ROOM 1150 


President 
Vice-President and Chief Engineer 
Treasurer 

Traffic Manager 


ROOM 1243 


General Counsel 
General Attorney 

Claim Agent 

Purchasing and Supply Agent 
General Superintendent 














All mail and telegrams for these officials for- 
merly addressed to the Dearborn Station until 
further notice should be addressed as above. 





Dollar Line 


Express Freight Steamers 
Monthly 



















Atlantic-Oriental Service 


Boston, New York and Norfolk to Yokohama, Kobe, 
Shanghai, Hongkong, Manila and Singapore 


Atlantic-Pacific Coast Service 
New York and Baltimore to Los Angeles (Wilmington), 


San Francisco, Seattle and Vancouver, B. C. 


Mediterranean-Atlantic & 
Pacific Service 


Genoa and Marseilles to New York, Boston, Los 
Angeles (Wilmington) and San Francisco 


For rates, sailings and other information apply to 


Dollar Steamship Line 


PHILADELPHTA~ 10s Se Forth St 
CHICAGO—S13 Harris Trust Buildin SAN FRANCISCO—Robert Dela slue. 
LOS ANGELES—Pacific Electric Buildi SEATTLE=L. C. Smith 


NEW YORK—15 Moore VANCOUVER—402 Pender Street West 
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HOUSTON 





E | 
Texarkana } 


Port of Houston, Texas. 


And still it grows. 





The Houston Lighting and Power Company 
has just purchased a site on the channel and 
announces that construction will start at 
once on a large electric power plant of 
150,000 K.W. ultimate capacity, to cost 
about Three and One-half Million Dollars. 
This, in addition to their City plant, will 
enable them to supply power to all industries 
in Southeast Texas. 





The Stauffer Chemical Company, large manu- 
facturers of commercial chemicals, are con- 
structing a warehouse on the channel and 
expect to soon build a large chemical plant 
on this property. 


Mr. Industrial Manager, does a location for 
your new plant on 30-foot tide water, with 
unlimited electric power, service of seven- 
teen railroads, cheap fuel oil and an abun- 
dance of labor interest you? If so, address 





The DIRECTOR OF THE PORT 
Court House 





Houston, Texas 


-> *- 
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days after accrual of damages as required by the shipping bill 
was new matter which should have been pleaded by answer, 
and not by exceptive allegations, in view of Supreme Court rules 
Nos. 26, 27, 48 (40 Sup. Ct. xiii, xviii.)—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Declaration to Recover Charges From Consignor Not Demur- 
rable Because Failing to Aver Delivery to, and Promise by, 
Consignee. 

(Supreme Court of Appeals of West Virginia.) In an action 
by a railroad to recover from the consignor the freight charge 
for carrying a carload of coal in interstate commerce, the 
declaration is not demurrable because it fails to name the con- 
signee, or to aver the delivery of the coal to, or nonpayment 
of the freight charge by, the consignee, where it shows the 
coal was shipped by the consignor, that he made an uncon- 
ditional promise to pay the freight charge, and has failed and 
refused to pay it. (Western Maryland Ry. Co. vs. Cross, 114 
S. E. Rep. 438.) 

Judgment Rendered in Case Tried Without an Issue Reversed 
On Appeal. 

Where an action at law, is submitted by the parties to the 
court for trial, it is error for the court to try and determine 
the case in the absence of an issue, and a judgment entered 
upon its findings in such case is erroneous and will be re- 
versed.—Ibid. 

Exceptions to Findings and Failure to Make Findings Held 
Insufficient: 

(Circuit Court of Appeals, Eighth Circuit.) In a law action, 
a clause at the close of the trial court’s findings of fact and 
conclusions of law, “An exception will be allowed each of the 
parties to each finding and conclusion or part thereof not pro- 
posed by such party,” and also allowing an exception to 
court’s failure to give proposed findings and conclusions, held, 
under Rev. St. Sec. 1011, (Comp. St. Sec. 1672), to amount to 
nothing, because a mere exception presents no ruling of the 
court for review. (Geo. A. Hormel & Co., vs. Chicago, M. & St. 


P. Ry. Co. et al., 283 Fed. Rep. 915.) 
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Finding of Fact Conclusive: 


A finding of fact by the trial court is not subject to review 
on writ of error.—lIbid. 


Exceptions to Failure to Give Findings Not Sustainable, Where 

Record Does Not Show That Any Findings Were Proposed: 

In a law action, a clause at the close of the trial court’s 
findings of fact and conclusions of law, “an excepiion will * 
* * be allowed to each of the parties to the refusal or failure 
of the court to adopt any finding or conclusion proposed by 
such party,” held, under Rev. St. Sec. 1011 (Comp. St. Sec. 
1672), to amount to nothing, because the record did not show 


that either party proposed findings of fact or conclusions of 
law.—Ibid. 


Assignment of Error Necessary to Review Question That Facts 
Found Do Not Support Judgment: 

Though, under Rev. St. Sec. 649, 700 (Comp. St. Sec. 1587, 
1668), if special findings are made, the question whether facts 
found support judgment may be raised on appeal, such question 
is not reviewable, in absence of assignment of error.—lIbid. 
Distribution of Coal Cars, Primarily Question for Interstate 

Commerce Commission: 

(District Court, N. D. Ohio, E. D.) The provision of In- 
terstate Commerce Act, Sec. 1 (12), as amended by Transporta- 
tion Act of 1920, that every carrier shall count each and every 
car furnished to or used by any coal mine against such mine, 
does not determine the question of. distribution, but must be 
read in connection with other language of the paragraph direct- 
ing just and reasonable distribution of cars to coal mines, and 
also to maintain and apply just and reasonable ratings of such 
mines, and whether ‘the method of distribution practiced by a 
carrier conforms to the statute is a question primarily for the 
Interstate Commerce Commission. (Cleveland & Western Coal 
Co. vs. Baltimore & O. R. R. Co., 283, Fed. Rep. 995). 
Distribution of Coal Cars, Not Controlled by Special Service 

Order. 

Special Service Order No. 25 of the Interstate Commerce 
Commission, effective September 20, 1922, does not affect the 
assigned car practice, and leaves the question of proper dis- 
tribution of coal cars to be governed by Interstate Commerce 
~ Sec. 1, (12), as amended by Transportation Act of 1920. 
—Ibid. 

Method of Distribution of Coal Cars Not Shown to be So 
Clearly Unlawful As to Warrant Preliminary Injunction: 
The method of coal car distribution followed by a carrier 

and its assigned car rule held not so clearly in violation of the 

statute or orders of the Interstate Commerce Commission as 
to warrant a court in granting a preliminary injunction.—lIbid. 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
“ Questions of Interest to Traffic Men 


FREIGHT INSPECTION BUREAUS 


Editor The Traffic World: 

During the past seeral years the writer, as an employe of 
the railroads, and more recently as representing the shippers, 
has noted with considerable interest the activities of the various 
so-called freight inspection bureaus operating in the several 
classification territories, and, after looking at the matter from 
the viewpoint of each, he believes that they are fast becoming 
a menace to the railroads and a positive danger, as well as a 
nuisance, to the shippers, the cause in each instance being the 
same—namely, that they are usurping a power that, in the 
writer’s opinion, was not intended and most certainly should 
not be vested in these organizations, especially when consist- 
ing of the type of men now being generally employed as their 
local and district inspectors. 

Our observation has been that the average inspector sta- 
tioned at the local freight stations throughout the country is 
chosen with little, if any, regard to previous training or qualifi- 
cations in this particular work, frequently never having seen 
a freight classification until put in charge of some station or 
district and then, perhaps, with a few verbal instructions from 
the district inspector, he calmly proceeds to interpret the rules 
and regulations of the classification; and, notwithstanding his 
limited knowledge of the classification, he furthermore prescribes 
ratings for new articles not shown in the classification, entirely 
failing, when prescribing such ratings, to consider even the 
fundamental principles of classification, such as value per pound, 
weight per cubic foot, liability to loss and damage, and the in- 
herent nature of the shipment. 

Not only do the local inspectors prescribe ratings and in- 
terpret rules, but they dictate to the shipper as to how he must 





describe and pack his shipments, displaying wondrous legal 
understanding by threatening the shipper with dire penalties 
of the law should he refuse to comply with their instructions. 
And the shippers, unless well versed in the subject of classifi- 
cation, complies, thereby unwittingly acceding to the correct- 
ness of the inspector’s decision and precluding claim for over- 
charge, besides defeating the very purpose of the inspection 
bureau, in event the inspector has erred, which is generally the 
case, as shown by past rulings of the classification committee, 
the Interstate Commerce Commission, and the U. S. Supreme 
Court. 

The foregoing is particularly true in connection with the 
small shippers or those not maintaining trained traffic men who 
ship articles that are not specifically described in the classifi 
cation or articles that are subject to the “analogous” rule. The 
trained traffic man would, of course, use facts and figures, as 
approved by the classification committee, in arriving at the 
proper class or billing description of such an article. How 
ever, the writer ventures the opinion that the average shipper 
or manufacturer is far better qualified properly to classify such 
an article, for he, at least, knows the value per pound, the 
weight per cubic foot, and the liability to loss and damage, all 
of which, together with many other facts, would be considered 
by the classification committee; whereas, the apparent policy 
of the inspection bureaus is to apply the very highest ratiné 
obtainable by casually comparing the article to another article 
of a similar use, without taking into consideration even the 
primary classification principles, and there letting the matter 
rest, instead of taking it up with the classification committee to 
verify the rating they have applied, choosing to /consider thei! 
own judgment infallible and beyond question. 

The writer believes the inspection bureaus are performiné 





< 











December 30, 1922 THE TRAFFIC WORLD 


Interstate Commerce Com mission Hearings 
CASES OF SPECIAL INTEREST 

Dacha No. tia PORT DIFFERENTIALS BETWEEN NEW ENGLAND PORTS. Hearings held at Boston, Washington and Philadelphia beginning 

Docket ‘i. 12964, IN THE MATTER OF CONSOLIDATION OF RAILROADS. Hearings held at Washington, Mobile, Jacksonville, Atlanta and 


olumbia, 8. C. 
Docket No. 13494, SOUTHERN CLASS RATE INVESTIGATION. Hearings held at Atlanta, Asheville, New Orleans, Cincinnati and New York. 
We can furnish copy of any exhibit filed in this proceeding. 


For copies of stenographer’s minutes in the above cases, as well as in all I. C. C. proceedings, address THE STATE LAW REPORTING COMPANY, 
Official Reporters Interstate Commerce Commission, 285 Broadway, New York City. 
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We’re up on our toes for service. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE 
CINCINNATTI, O. 


Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
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no service that could not far better be performed by or under 
the supervision of the local freight agents—men who at least 
have had years of transportation training to their credit and 
whe have demonstrated their ability to serve their companies 
and the public; men who have generally worked up through 
the various departments, having in the past served in the routine 
clerical positions, including rate clerk, thereby becoming 
familiar with the classification of freight and the use of tariffs, 
besides being in closer touch with the shipping public than any 
other representative of the railways. 

It would, therefore, seem that the local freight agents are 
far better qualified and, in the very nature of their positions, 
should be the logical representatives of the railways instead of 
men who are responsible only to a district inspector, whose 
classification knowledge is frequently on a parity with their 
ewn, and, certainly, with no desire to serve the public, as they 
must. of necessity prove to their employers their usefulness by 
reclassifying articles, always at the expense of the shippers. I 
say “always,” for I have audited many thousands of freight bills 
and never yet have I found one showing it as having been in- 
spected and the rating reduced. 

Why then these inspection bureaus, operated separately, yet 
by the railroads? Is it because they desire a buffer organiza- 
tion between the shipper and themselves? Or is it a highly de- 
veloped method of coercing the public into paying a higher rate 
of freight on many articles for months, and even years, or until 
it becomes unbearable and the shippers appeal to the classifica- 
tion committee or the Commission for relief? 

G. L. Hilliard, Asst. Transportation Commissioner, 


Jamestown Chamber of Commerce. 
Jamestown, N. Y., December 26, 1922. 


SHORTENING FORMAL CASES 
Editor The Traffic World: 


It occurs to us that this is an opportune time to comment 
on the article appearing in The Traffic World, December 16, page 
1290, under the caption of shortening formal cases. 

We have often wondered why there should be so much “red 
tape” necessary to determine what a legal tariff rate is. 

As we understand it, under the act to regulate commerce 
the carriers are required to publish their rates in such manner 
that there can be no doubt as to their application. However, 
on account of the complexity of tariffs, it often happens that 
there is a difference of opinion as to what the legal rate is. In 
such a case it would seem that some authority should be in a 
position to say whether or not a rate applied, and, if there was 
a doubt, order correction of the tariff. 

In such a case there is very little to be gained by a formal 
hearing before either an examiner or the Commission, and cer- 
tainly what might be gained is generally off-set by the additional 
expense that both parties are put to. 

We, therefore, heartily concur in the proposal of. Commis- 
sioner Meyer in handling such cases through correspondence 
until and when it is determined that they cannot be disposed 
of in that way. 

We trust and believe that the experiment now being con- 
ducted by the Commission will prove to be a success and hope 
that other industrial traffic managers will see the advantage 
to be gained by such procedure and will voice their approval. 

W. P. Malott, Secretary, 
St. Louis Fruit & Vegetable Dealers Traffic Association. 
St. Louis, Mo., Dec. 22, 1922. 


CHICAGO GREAT WESTERN SECURITIES 


The Chicago Great Western has been authorized by the 
Commission to issue $10,206,000 of first mortgage 50-year 4 per 
cent gold bonds and $3,580,000 of 4 per cent preferred captial 
stock. The securities will be issued in connection witb the ac- 
quisition by the company of $12,000,000 of first morigage 4 per 
cent bonds of the Mason City & Fort Dodge Railroad Company. 

The company operates under lease all the lines of the Mason 
City and owns the Mason City stock. The application was made 
as the result of the decision of a bondholders’ committee of the 
Mason City that not only had the Mason City defaulted in the 
payment of interest on the $12,000,000 of bonds but that the 
Chicago Great Western was in default under the terms of the 
lease. The committee insisted that it could cause the mortgage 
to be foreclosed and the property sold, or terminate the lease. 

The Chicago Great Western denied it was in default under 
the lease, but entered into an arrangement to exchange its se- 
curities for the Mason City bonds. 

The Commission said the effect of the acquisition of the 
bonds would be to merge the Mason City with the Chicago 
Great Western and that if the proposed adjustment were con- 
summated, it was the intention of the Chicago Great Western 
to ask for authority to acquire the properties of the Mason City. 
It said the joint operation of the properties was mutually ad- 
vantageous to both companies and that to avert a rupture of 


the affiliation apparently would be consistent with the public 
interest. 
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Alexander Hilton, vice president in charge of traffic of the 
St. Louis-San Francisco Railway Company, died December 26. 

The Pennsylvania Railroad announces the appointment of 
H. A. Koch, coal freight agent, Chicago. 

H. C. Stevens is appointed general storekeeper of the 
Wabash Railway Company, effective January 1, vice R. S. Augs- 
burger, resigned, 

W. L. Martin, vice president in charge of traffic of the 
Minneapolis, St. Paul & Sault Ste. Marie Railway Company, 
has decided to retire from active service, effective January 1. 
He entered the service of the company in September, 1886, 
since which time he has served in various capacities of increas- 
ing importance. F. R. Newman, general traffic manager, will 
have charge of all matters heretofore under the jurisdiction 
of the vice president in charge of traffic. 

The Missouri and North Arkansas announees that Ben 
Winston is appointed general traffic agent with headquarters 
at Little Rock, and R. E. McGrath is appointed general traffic 
agent with headquarters at Kansas City, Mo. 

The Delaware, Lackawanna and Western announces that 
effective January 1, the foreign freight organization will be 
as follows: Wm. Heyman, general foreign freight agent, with 
supervision over export and import traffic, office at New York; 
H. G. E. Pansius, foreign freight agent, office at New York, 
will continue his present duties in connection with export traffic. 

H. H. Huston is appointed commercial agent of the Louis- 
ville & Nashville Railroad Company, New York, N. Y., vice 
E. L. Blandford, promoted. 

W. S. Curlett, secretary of the Trunk Line Association, has re- 
signed, effective January 1, to become vice-president in charge 
of sales of the Slingerland Printing Co., Inc., at Slingerlands, 
N. Y. His resignation has caused a change in the organization of 
the trunk line office. H. Wilson becomes the tariff publishing 
agent, as well as chairman of the general freight committee; 
W. L. O’Neil, chief of the tariff bureau; P. O. Garte, chief 
of the rate bureau, and W. C. Schaller, office manager. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Philadelphia will have its fifteenth 
annual dinner at the Bellevue-Stratford Hotel, Monday evening, 
January 23. 

The Oklahoma’ City Traffic Club has filed application for 
membership in The Associated Traffic Clubs of America. This 
makes forty member clubs. 

The December meeting of the Traffic Club of New York 
was held at the Waldorf-Astoria, December 28 and was ad-. 
dressed by Donald D. Conn, of Washington, D. C., manager of 
the department of public relations, car service division, Ameri- 
can Railway Association. 

The Lansing Traffic Club has elected the following officers: 
President, Harold H. Hardy, manager, Fireproof Storage & 
Transfer Company; Vice President, W. G. Davis, traffic man- 
ager, Auto Body Company; Secretary-Treasurer, John T. Ross, 
traffic commissioner, Lansing Chamber of Commerce; Directors, 
the three above officers and Marshall S. Graham, traffic man- 
ager, Reo Motor Car Co., L. A. Murray, traffic manager, Bates 
& Edmonds Co., Willard B. Oakes, agent, Grand Trunk Rail- 
way, Clarence G. Frey, traffic manager, Chatterton & Son. 
Plans are being made for greater activity and arrangements 
are being completed to hold a banquet the latter part of Janu- 
ary. 

"The first annual dinner of the Oil City-Franklin Traffic Club 
was held December 7, at the Franklin Club, Franklin, Pa. The prin- 
cipal speaker was J. W. Clark, assistant traffic manager, C.C.C. & 
St. L. Railroad Company, St. Louis, who spoke on the present 
conditions of the railroads. Short addresses were made by 
C. F. Mackey, general manager, Franklin Steel Works, Franklin 
Pa., R. S. Parsons, vice president, Erie Railroad, Youngstown, 
O., D. T. Murray, general agent, New York Central Railroad, 
Youngstown, O., and J. J. Rhoades, superintendent, Pennsy!- 
vania Railroad, Oil City, Pa. W. P. F. Ferguson, editor of the 
News-Herald, of Franklin, acted as toastmaster. There were 
about 175 in attendance. L. G. Brown is now president of the 
club and P. B. Wait, secretary. 

The Traffic Club of New England has elected the following 
officers for 1923: President, Charles B. Baldwin, Manager Trans- 
portation Department, United Shoe Machinery Corporation; 
Vice Presidents, Jesse F. Atwater, Manager of Transportation, 
The American Hardware Corporation; William J. Cunningham, 
Professor of Transportation, Harvard University; Richard 
Hackett, assistant to Vice President, New York, New Haven 
& Hartford Railroad; Willard Massey, General Agent, Union 
Pacific Railway; Secretary-Treasurer, P. L. Stuart, New Ené- 
land Agent, Great Lakes Transit ‘Corporation; Directors (for 
two years), Fred D. Dodge, General Agent, Chicago,’ Milwaukee 
& St. Paul Railway; H. J. Ham, Manager, W. N. Proctor Com- 
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pany; W. T. Lyman, General Agent, Wabash Railroad; Hugh 
Miller, District Traffic Manager, United States Rubber Com- 
pany; F. O. Stafford, General Freight and Passenger Agent, 
Rutland Railroad; Henry M. Tarr, Manager, Cotton Piece Goods 
Traffic Association; C. L. Whittemore, Manager Transporta- 
tion Department, S. D. Warren Company. 

The Traffic Club of the Jamestown (N. Y.) Chamber of Com- 
merce has elected the following officers for 1923: President, H. 
R. Miller, traffic manager, the Watson Manufacturing Company; 
vice-president, Edward Johnson, Watson Manufacturing Com- 
pany; secretary, G. L, Hilliard, assistant commissioner of the 
Chamber of Commerce; executive committee, O. M. Odell, traffic 
manager of the Dahlstrom Metallic Door Co.; J. A. Cleveland, 
freight agent of the Erie Railroad Co.; R. C. Kohn, traffic man- 
ager of the Art Metal Construction Co.; James Kelly, agent of 
the American Railway Express Co.; H. W. Chapman, traffic com- 
missioner of the Chamber of Commerce. 





President W. J. L. Banham, of the Associated Traffic Clubs 
of America, on December 23, sent the following communication 
to President Harding: 


The Associated Traffic Clubs of America consists of forty of the 
leading traffic clubs of the country, which membership represents all 
forms of transportation and traffic managers of the leading industrial 
companies and approximates twenty-five thousand members. 

The Associated Traffic Clubs of America, believing that the set- 
tlement of most transportation problems of national and general con- 
cern depends largely on understanding of them and on a realization 
that the interests of carrier, shipper and public are, for the most part, 
identical, this organization will attempt, by urging consideration of 
public transportation questions by its members and by transmitting 
the views reached as a result of such consideration to those whose 
function it is to make and to enforce the laws, as well as by suitable 
procedure for the purpose of informing the public and those to whom 
its views are transmitted of the size and scope of the organization, the 
peculiar fitness of its members to deal with the kind of problems con- 
sidered, and the weight that should be given to its conclusions because 
of the fact that it is composed of representatives of both carriers and 
shippers, to encourage such national transportation policies as will, in 
its opinion, be most likely to result in reasonable rates and adequate 
service for users of transportation and reasonable profits, under fair 
regulation, for the transportation companies. 

At a special meeting held in St. Louis the following resolution 
we paeee adopted by delegates representing thirty-two mem- 

er clubs: 

‘Resolved, That it is the sense of the Associated Traffic Clubs of 
America, to be presented to the President of the United States with 
proper representations as to our qualifications to speak, that appoint- 
ments to the Interstate Commerce Commission should be made with 
sole view to the fitness of the appointees to serve on this body, whose 
functions are of the utmost importance to both shippers and carriers. 
Appointees should be men of experience in the transportation world.’’ 

This resolution has also been ratified by thirty-three of our mem- 
ber clubs as follows: The Traffic Club of Atlanta, Traffic Managers’ 
Club of the Brooklyn Chamber of Commerce, the Traffic Club of 
Baltimore, Traffic Club of Chicago, Cincinnati Traffic Club, the Traffic 
Club of Cleveland, Traffic Club of Dallas, Miami Valley Traffic Club 
(Dayton), naam Seppe ag Club of Decatur, the Traffic Club of Denver, 
Transportation Club of Detroit, El Paso Traffic Club, Elmira Traffic 
Club, the Traffic Club of Erie, Transportation Club of Evansville, Fort 
Worth Traffic Club, Grand Rapids Traffic Club, the Houston Traffic 
Club, the Indianapolis Traffic Club, Traffic Club of Jersey City, Traf- 
fic Club of Kansas City, Marion Traffic Club, Milwaukee Traffic Club, 
the Traffic Club of Newark, the Traffic Club of New England, the 
Traffic Club of New York, San Antonio Traffic Club, the Transporta- 
tion Club of San Francisco, the Traffic Club of St. Louis, Transporta- 
tion Club of Tulsa, the Utica Traffic Club, Wichita Traffic Club, York 
Traffic Club. 

I respectfully submit to you action taken by our association, be- 
lieving that it represents the wishes of the association, which is spe- 
cially interested in transportation matters, both from the viewpoint 
of the carriers and the shippers alike. 


The resolution has since been ratified by several other 
clubs—36 in all. 


POSTAL SERVICE 


“The year 1922 has struck the highest note in the history 
of the postal service of the United States,” says a statement 
issued by Postmaster-General Work. ‘Ten years ago the postal 
receipts were approximately $236,338,000. In 1922 they totaled 
$484,853,000, or practically double the receipts of 1912, and this 
enormous sum is the largest amount of money ever taken in 
by the American postal system or any other postal system in 
the world. The gain in receipts over 1921 was $20,000,000 and 
the per capita revenue, which was $4.28 in 1921, jumped to $4.41 
in 1922. But, while the revenues of the Post Office Department 
have made these tremendous gains in the last twelve months, 
expenditures have been actually cut down, the expenses being 
reduced from $620,993,000 in round numbers in 1921 to $545,- 
644,000 in 1922. 

“In almost every branch of the administration of postal 
affairs during the year has been attained increasing receipts 
with decreasing expenditures. The sale of stamps and stamped 
paper attained a new pinnacle of $422,108,000 as compared with 
$403,892,000 in 1921, an increase of $18,200,000. Registered, col- 
lect-on-delivery and insurance fees brought revenues of $17,092,- 
000 in 1922 and $16,788,000 in 1921, a gain of $1,304,000. The 
cost of the railroad mail transportation service, one of the big 
items of expense of the department, was cut from $82,195,000 in 
1921 to $81,214,000 in 1922 and the expense of operating the air 


- service was reduced from $1,466,000 in 1921 to $1,215,000 
n 1922.” 
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Questions and Answers 


In this department will be answered questions of both legal and 


practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to an: ae ¢ question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer Pg Coe relating to practical traffic 
blems. We do not desire to e the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
Private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


— 





Se 
Private Siding—Definition of 

Ohio.—Question: On May 15, 1920, we shipped a carload of 
tires to our Kansas City warehouse, which car was sent for un- 
loading on Sunday, May 30th, with original loading seals intact. 
The following dayfi May 31st, Monday, was a holiday and on 
Tuesday morning, June ist, it was discovered that the car was 
open and a quantity of tires missing. 

The car was spotted on a spur immediately adjacent to our 
warehouse but on property of the carrier. However, the spur 
is used exclusively by our company. The carrier contends that 
this is a private siding although we do not own or lease the 
tracks or land on whick the tracks are located. Our contention 
is that this is not a private siding, consequently the carrier was 
under obligation to police the car until such time as the seals 
were broken by a representative of our company. 

Will you please advise your opinion as to the carrier’s 
liability in a case of this kind. 

Answer: Whether or not a certain track is a public or 
private industry track is a question to be determined from all 
the circumstances and conditions surrounding its ownership and 
use. See Y. & M. V. R. R. Co. vs. Nichols & Co., 41 Sup. Ct. 
Rep. 549, 256 U. S. 540, citing Bers vs. Erie R. R. Co., 225 N. Y. 
543, 122 N. E. 456, and other cases. In the last referred to case 
Judge Davis, in his dissent from the majority holding that the 
track in question was a private siding, referring to several cases, 
said: “The track in question is not a private siding within the 
meaning of the bill of lading. In railroad law, as interpreted 
by the federal tribunals, private sidings are those ‘outside the 
carriers’ right of way, yard, and terminals, and of which the 
railroad does not own either the rails, ties, roadbed, or right of 
way.” (Conference Ruling 121 of the Interstate Commerce Com- 
In the case of N. Y. C. & H. R. R. Co. vs. General 
Electric Co., 219 N. Y. 227, 114 N. E. 115, Judge Cardozo uses 
the following language: “Private sidings, owned and maintained 
by shippers, do not constitute the right of way, and the use that 
the carriers may be compelled to make of them is subordinate to 
and incidental to the fulfillment of its primary function of car- 
riage along its rails.” 

See also the following cases: Ottawa Coal & Supply Co. vs. 
D. T. & I., 50 I. C. C. 87 (88); Bill of Lading Case, 52 I. C. C. 671 
(715); Western Petroleum Refiners Association vs. A. & R., 66 
I. C. C. 58 (60); Certain-teed Products Corp. vs. C. R. I. & P., 
68 I. C. C. 260; Industrial Railway Case, 29 I. C. C. 212 (225); 
Hocking Domestic Coal Co. vs. K. & M., 44 I. C. C. 392 (394). 

Maintenance of Industry Tracks 

Nebraska.—Question: Will you advise us with reference to 
General Order No. 15 of the Railroad Administration, which 
covered Construction and Maintenance of Industrial Tracks? 
What was the final outcome of this order? 

Our track was constructed in 1918. Are we obliged to pay 
for the maintenance of same? 

Answer: As we understand it, all orders of the Railroad 
Administration expired with the end of Federal control and, 
therefore, the matter of maintenance is one for agreement 
between the particular carrier and the shipper. 

Lost in Transit—Burden of Proof 

Michigan.—Question: November 22, 1920, there was con- 
signed from Glomawr, Ky. one car of run mine coal, orginial bill 
of lading showing scale weights, net 84,200 lbs. and so invoiced 
and paid by the consignees. 

On arrival of car at destination consignee made no 
report to carrier of any appearance of loss, no inspection ap- 
parently being made by either carrier or consignee as to appeal- 
ance of load. 

Consignee hauled the entire load to one firm, carefully 
weighing each load over standard wagon scales, and furnishes 
affidavit from weighmaster to the effect that 75,000 Ibs. coal 
and no more, was received in this car. 

Claim has been declined by carrier due to the fact that no 
inspection was made or requested and their records show no 
exceptions to conditions of car or contents. Claimant contends 
that he has furnished proof that a lesser amount of coal was 
received than shipped and that loss must have occurred in transit. 

What is your opinion of the merits of the claim? Car was 
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shipped November 22, 1920, received December 3, 1920, claim 
filed December 7, 1920 and declined July 7, 1921. When does 
the time for starting suit expire? 

Answer: If a certain amount of freight is delivered to a 
carrier for transportation and a lesser amount is delivered by 
the carrier at destination, the burden is upon the carrier to 
account for the difference. 

The burden, however, is upon the shipper to show con- 
clusively that the amount upon which his claim is based was, in 
fact, delivered to the carrier and also that a lesser amount was 
delivered to him at destination by the carrier. 

The issuance of a bill of lading by the carrier showing that 
a certain amount was delivered to the carrier, while not con- 
clusive, places the burden upon the carrier to show that this 
amount was not, in fact, received by it for transportation. 

Whether or not a lesser amount was delivered at destination 
by the carrier is a question of fact. The affidavit of the weigh- 
master that certain amount was delivered at. destination is not 
conclusive in the event suit is brought for the reason that an 
affidavit is not competent evidence in an action in court unless 
received by consent or without opposition on the part of the 
defendant. As to such a matter, the testimony of competent 
witnesses must be taken in open court or upon deposition. The 
conditions and circumstances under which the original and desti- 
nation weights were arrived at would be given consideration in 
determining whether there was a loss in transit which the carrier 
must account for or be liable in damages for the value thereof. 

Under the provisions of paragraph (b) Section 2 of the 
Uniform Bill of Lading, suit must besinstituted not later than 
two years and one day after notice in, writing is given by the 
carrier to the claimant that the carrier has disallowed the claim 
or any part or parts thereof specified in the notice. 

Trap Car Service 

Indiana.—Question: Must a trap or ferry car have 10,000 
pounds or more in it before it can be switched to a freight house 
free of charge? If less than 10,000 pounds, what is the charge? 

Answer: The minimum amount which a trap or ferry car 
must have in it before it will be switched free of charge by a 
carrier varies with different railroads and in different sections 
of the country. Some carriers carry a minimum as low as 6,000 
pounds, 

Trap car service contemplates a free switching service on 
a minimum amount of freight when the carrier performing the 
service receives a road haul or the absorption by the road haul 
carrier of the switching charge of a connecting line which per- 
forms the service. If the minimum amount is not loaded in the 
car the service should not be accorded, but if it is there is, 
unless specifically provided, no charge which could be assessed 
for such a movement. j 
Application of. 10 per cent Reduction to Agricultural Products 

Between Points in. Florida 

Florida.—Question: We placed claim for overcharge on a 
local shipment of potatoes from Jacksonville, Fla., to Hastings, 
Florida moving during January, 1922, our claim being based on 
the 10 per cent decrease in rates effective January 1, 1922, on all 
perishable commodities. This claim has been declined with the 
advice that supplement to Jacksonville Local No. 7, carrying 
decrease of 10 per cent was not effective until February 5, 1922. 

It is our understanding that this was a general order by the 
Interstate Commerce Commission decreasing all rates 10 per cent 
effective January 1, 1922, and we would thank you to advise 
if this was not the case, or was it optional with the various lines 
as to when they were to put this decrease into effect? 

Answer: The 10 per cent reduction on certain products of 
the farm, garden, range and orchard, on interstate traffic, was 
voluntary on the part of the carriers, they having requested 
Special Permission of the Interstate Commerce Commission to 
establish such reduction on short notice and at as early date 
and in as inexpensive manner as possible. 

Special Permission No. 55940, issued December 2, 1921, was 
the first of these permissions granting this authority and re- 
mained in effect until December 16, 1921, on which date it was 
cancelled by Special Permission No. 56150, which extended the 
time for filing such tariffs to January 15, 1922. 

Various carriers failing to get their tariffs out in time to use 
the above authorities were granted individual permission to 
reduce their rates, effective on various later dates. 

The supplement to Florida East Coast Railway, Jacksonville 
Local Tariff No. 7, I. C. C. 495, (interstate tariff), to which you 
refer and which we presume is Supplement A-4, is not on file at 
the Interstate Commerce Commission. Therefore, we are unable 
to explain same, though we believe it was issued under conditions 
similar to those outlined above covering interstate traffic. 
Damages—Measure of—Invoice Price Plus Freight Charges vs. 

Established Market Value at Destination 

New Jersey.—Question: We purchase coal from coal broker 
in Philadelphia, who in turn has the coal shipped to us from the 
mines. We recently received two cars of coal and noticed when 
these cars were delivered to us by the carrier that the coal was 
sifting through the pockets. We notified the local agent, who 
witnessed the weighing of the cars on our scales. We entered 
claim for the difference in weight on the basis of the purchase 
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price we paid the broker. As it happens there is a difference 
of 15 cents per gross ton between the price the broker paid the 
mines and the price we paid the broker. The carrier contends 
that inasmuch as our name does not appear on the contract bill 
of lading, we should amend our claim to the mine price of the 
coal and we should correct the tare weight of the car used in 
making up our claim to the stenciled weight of the actual light 
weight we found when we weighed the cars empty. While the 
amount of money involved is very small, we see no reason why 
we should be made to stand the loss when the loss was due to 
defective equipment being used. 


Answer: The market price at destination is the basis for 
damages for the loss a carrier of goods delivered to it for trans-. 
portation, where the loss is the result of the carrier’s negligence. 
If the invoice price freight charges is used, in lieu of the estab- 
lished market price at destination, we are of the opinion that the 
price at the mine plus the freight charges is the proper basis for 
the claim as in theory, if not actually, this represents the market 
price at destination. 

As to the matter of the weight of the car, it is a question of 
fact whether the stenciled tare weight or the weight found by 


weighing the car light at destination is the correct weight of 
the car. 


Demurrage Charges—Non-Assessable When Consignee Does Not 
Receive Daily Switching Service 


New York.—Question: Referring to article appearing on 
page 1168 of the Traffic World of November 25, 1922, under the 
caption “Demurrage Charges—Non-Assessable When Consignee 
Does Not Receive Daily Switching Service,” in answer to “Ohio” 
you state, “To the extent:that demurrage has been assessed on 
a continuous daily basis of charge and that you did not receive 
the necesary switching service to enable you to use your unload- 
ing facilities to capacity, on basis of at least one switch per day, 
you are entitled to refund of such demurrage charges.” 

This answer is substantially correct, but unless it is some- 
what amplified we fear it will lead to misunderstanding and 
confusion. The carrier missed its daily switch every other day. 
Assuming the switching service was performed on Monday and 
missed on Tuesday, unless the consignee had released all cars 
by the time the next switch was made on Wednesday, he would 
not be entitled to any allowance by reason of the failure to 
switch on Tuesday. The mere fact that when the next switch 
was made on Wednesday, he had not unloaded all cars previously 
placed, would constitute prima facie evidence that had additional 
cars been placed on Tuesday, they would not have been released. 
Therefore, to make a showing that the consignee would have 
released more cars had he been given a switch on Tuesday, it is 
essential that he must have released all previously placed cars 
by the time the next switch is made on Wednesday in order to 
demonstrate that he was deprived of an opportunity to unload 
cars to his Maximum capacity. However, where the delay in 
unloading one commodity bears no relationship to delay in un- 
loading a different commodity, the above principle applies to the 
commodities separately. For example, after the switch was 
made on Monday, the consignee’s siding held five cars with lime- 
stone and five cars loaded with ore, the ten cars filled the siding 
to its capacity for unloading. If, when the switch is made on 
Wedenesday, the consignee has released all cars of limestone; 
he would be entitled to allowance on cars of limestone under 
constructive placement in the ratio that the number of cars of 
limestone that had been unloaded (and should have been 
switched out and loaded cars substituted on Tuesday) bears to 
the total number of cars of limestone previously placed. That is 
to say, if three cars of limestone had been unloaded so that the 
empty cars could have been switched out on Tuesday and three 
loaded cars placed in substitution thereof, the consignee would 
be entitled to an additional day’s free time on three out of every 
five cars of limestome being held under constructive placement 
on Tuesday. On the other hand, if none of the five cars of ore 
previously placed had been unloaded when the next switch was 
made on Wednesday, the consignee would not be entitled to 
allowance on any of the cars of ore that were being held under 
constructive placement Tuesday. 


The principle point is that under the preamble to Demurrage 
Rule 8, no demurrage has resulted from carrier’s having missed 
a customary daily switch unless all of the cars previously placed 
had been unloaded and released by the time the next switch is 
actually made, and this principle may be applied to commodities 
separately where the delay in unloading one commodity bears no 
relation to the detention to cars of other commodities. When 
the consignee has unloaded all cars when the next switch is 
actually made, he is entitled to allowance of additional time upon 
cars under constructive placement at the time daily switch was 
missed, in the proportion that the number of cars unloaded and 
released at the time the switch was missed (so that additional 
loaded cars could be placed in lieu thereof) bears to the total 
number of cars (both loaded and empty) on the siding when 
the switch was missed; and this principle may apply to com- 
modities separately when the unloading of the commodity bears 
no relation to the detention of another commodity. 

We fear your published answer is misleading because the 
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TO FUNCTION PROPERLY 


A warehouse company must have its accounting, 
receiving, billing and shipping departments com- 
parable to those required in your own business. 
You are assured that these clerical details will be 
systematically and accurately handled when deal- 
ing with the companies associated in 
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STATISTICS 


Back up your conclusions 
and arguments with figures. 


They Help Wonderfully 


We supply them—not only 
those carried by the Inter- 
state Commerce Commis- 
sion, but also those carried 
by any other department of 
the federal government. 


Ask us about it 


The Traffic Service Corporation 


Special Service Department 


Colorado Bldg. 


Washington, D. C. 





Oregon Transfer Co. 


ESTABLISHED 1868 





The experience of over half a 
century in the Warehouse and 
Transfer business in Portland has 
taught us that satisfactory service 
makes satisfied customers. 


Let us show you how to re- 
duce your overhead and increase 
your profits. 


Four warehouses, 255,000 sq. 
ft. floor space, make it possible for 
us to take care of your business 
in a creditable manner. 


No switching charge on C. 
L. shipments. 


Our Slogan: Satisfactory Service 
Makes Satisfied Customers 


Oregon Transfer Co. 


474 Glisan Street, Portland, Ore. 
Chicago Office: 123 West Madison Street 








1428 THE TRAFFIC WORLD 


facts stated indicate that, after a switch was missed, all cars 
were not unloaded at the time the next switch was made. How- 
ever, it would seem that the carrier has made allowance on the 
basis of commodities, which would indicate that all the cars of 
some commodities had been unloaded at the time the next switch 
was made, while cars of other commodities had not been un- 
loaded at that time. 

Answer: After giving full consideration to all that is said 
above, we fail to see where our answer in any way is misleading, 
or that it holds out a method which might be used in reaching 
wrong conclusions. We presume your entire statement is predi- 
cated on the “commodity” basis. 

Referring to your statement: “The carrier missed its daily 
switch every other day. Assuming the switching service was 
performed on Monday and missed on Tuesday, unless the con- 
signee had released all cars by the time the next switch was 
made on Wednesday, he would not be entitled to any allowance 
by reason of the failure to switch on Tuesday. The mere fact 
that when the next switch was made on Wednesday, he had not 
unloaded all cars previously placed would constitute prima facie 
evidence that had additional cars been placed on Tuesday, they 
would not have been released.” 

All of this statement, while explanatory, adds nothing, as 
we can see, to that portion of our answer reading, “If charges 
are to be assessed daily, the consignee must receive service 
daily, “to the extent that he is able to use a daily service.” 

Our answer is predicated on the assumption that the shipper 
is not seeking an avenue for escape from demurrage charges 
when his tracks are full at the time of the usual daily switch, 
and that the average inquirer appreciates that a daily switching 
service contemplates the shipper’s being able to use the services 
when offered by the carrier and that if he is not able to use the 
services when offered on Tuesday, he will not be entitled to 
waiver of demurrage on that date. 

We are fully in accord with your view that, with respect to the 
same identical commodity, if the consignee fails to unload all 
of the cars of that commodity previously placed, by the time of 
the succeeding day’s switch, the fact that he received no switch 
on Tuesday, as to that commodity, would not warrant a waiver 
of demurrage on other cars of the same commodity then under 
constructive placement, for it is not likely, if he had two cars 
of ore left over from Monday at switch time Wednesday and his 
track capacity for ore was three cars, that the failure to actually 
place a third car on Tuesday was the cause of the first two 
not having previously unloaded. We think this is quite clearly 
covered in the last paragraph of our answer on page 1168 
wherein we say: “To the extent * * * that you did not receive 
the necessary switching service to enable you to use your un- 
loading facilities to capacity on at least one switch per day,” ete. 

In the example you cite, although not all of his ore track was 
full and cars were in the yards under constructive placement, 
he had received all the switching service necessary (if he had 
cars of ore left over until Wednesday) to enable him to unload 
as far as he, apparently, was able. 

It should be obvious to anyone that a loaded car actually 
placed draws demurrage in the same manner as one under con- 
structive placement, but the above application must be restricted 
to the individual commodity. Further it is safe to assume, we 
think, that unless all cars of the individual commodity have been 
unloaded by the next switch time, the carrier has accorded the 
necessary switching service to enable the consignee to use his 
unloading facilities for the previous day to capacity. The con- 
signee’s capacity for unloading is determined, however, not 
altogether by the number of cars which can be placed upon his 
track, as you seem to think, but upon various circumstances and 
conditions, of which track capacity is only one. 

Tariff Interpretation—Specific Rates vs. Rates Made by Interme- 
diate Application 

Kansas.—The word “Deming” appearing in the sixth line of 
the second paragraph of the question asked by “Kansas” under 
the above caption in The Traffic World of December 9, page 1276, 
should read “Dalies.” The word “Deming” appearing in the 
answer should also read “Dalies.” 








Digest of New Complaints 


No. 11818, Sub. No. 25. Gloor-Ortmann Lumber Co., St. Louis, Mo., 
vs. B. & O. et al. 


Against $10 penalty charge on lumber from March 1, 1920, to 
March 13. 1922. Asks reparation. 
No. 14247. Sub. No. 1.—O’Neil Oil & Paint Co. et al., 
Wis., vs. Chicago & Northwestern et al. 

Unjust, unreasonable and prejudicial rates on petroleum prod- 
ucts from refineries in Oklahoma and Kansas to Milwaukee and 
contiguous points. Asks cease and desist order and reparation. 
14313, Sub. No. 2. Speer Hardware Co., Fort Smith, Ark., vs. Fort 
Smith & Western et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
prepared roofing. roofing felt, roofing paper and like articles from 
East St. Louis, Ill., and St. Louis, Mo., to Fort Smith, Ark. Asks 
- coage and desist order, just and reasonable rates and reparation. 

oO. a 


Schalk Chemical Co., Inc., Los Angeles, Cal., vs. Di- 
rector General as agent. 


Milwaukee, 


No. 





Vol. XXX, No. 27 


Unjust and unreasonable rates on tri-sodium phosphate from 
Grasselli, N. J., to Los Angeles. Asks reparation. 

No. 14494. Burlington Shippers’ Association et al, Burlington, Iowa, 
vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
lumber. Asks cease and desist order and that defendants be re- 
quired to establish and put in force and apply in the future to 
the transportation of lumber in carload lots and articles taking 
the same rate or arbitraries higher, as named in Items 5, 6, 7 
and 8, page 80, Transcontinental Tariff 28D, R. H. Countiss Agent, 
I. C. C. 1095, from the Pacific Coast and Inland Empire and re- 
lated territories to destinations in Iowa, or such other rates as 
the Commission may deem reasonable and just. 

No. 14495. Meletio Sea Food Co., St. Louis, Mo., vs. American Rail- 
way Express Co. 7 

Alleges that failure of defendant to establish a carload rate on 
oysters, clams, scallops from South Norwalk, Conn., Crisfield, 
Md., St. Michaels, Md., Mattewan, N. J., to St. Louis, Mo., sub- 
stantially less than the less-than-carload rates results in unlawful 
discrimination in favor of less-than-carload shippers as against 
carload shippers, and in an excessive, unreasonable and unjust 
rate on carload shipments. Asks cease and desist order, just and 
reasonable rates on carload lots. 

No. 14496. Lockport Paper Co., Lockport, N. Y., vs. Western Mary- 
land et al. 

Unjust and unreasonable rates on crushed stone from Gladhill, 
Pa., and other points on Western Maryland to Lockport, N. Y. 
Asks reparation. 


- 14497. Muscatine Shippers’ Assn. et al., Muscatine, Ia., vs. C. M. 
& St. P. et al. 

Unjust and unreasonable rates, as well as discriminatory and 
prejudicial, on root beer when in mixed carloads with cereal bev- 
erages, from LaCrosse, Wis., to Muscatine, Ia. Asks cease and 
desist order and reparation. 

- 14498. Ragland Coal Co., Beckley, W. Va., vs. Virginian et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
coal because of cancellation of reciprocal switching arrangements 
in effect prior to February 14, 1922, and available to the complain- 
ant. Asks cease and desist order and restoration of reciprocal 
switching arrangements on transportation of coal between com- 
plainant’s mines at Pemberton, W. Va., and destinations on and 
via the C. & O. to interstate points, and reparation. 

No, 14499. Memphis Freight Bureau, for Brown Coal Co., Memphis, 

Tenn., vs. L. & N. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
coal from Cleaton, Ky., to Drew, Miss., and reconsigned to Bel- 
ai Miss., because through rate was not assessed. Asks repara- 

on. 


No. 14500. Western Pine Lumber Co., Klickitat, Wash., vs. Director 
General, as agent. 


Unjust, unreasonable, discriminatory and prejudicial rates on 


coal from Wingate, Bayne and Beekman, Wash., to Klickitat, 
Wash. Asks reparation. 


No, 14501. Universal Oil Co., Inc., et al., Wilmington, N. C.y vs. 

Director General, as agent, Southern Pacific et al. 

Unjust and unreasonable rates on three cars of peanuts from 
San Francisco, Cal., to Wilmington, N. C. Asks reparation. 

- 14502. Standard Oil Co. (Indiana), Chicago, Ill., vs. Director Gen- 
era, as agent, Louisiana & Arkansas, et al. 

Unjust, unreasonable and discrimirfatory rates on 17 tank cars 
of crude oil from Minden, La., to Whiting, Ind. Asks reparation. 
No. 14503. The Larabee Flour Mills Corp., Hutchinson, Kans., vs. 
Director General, as agent. 


Unjust, unreasonable, discriminatory and preferential rates, 


rules and charges on 235,200 pounds of flour from Hutchinson, 
Kans., to Los Angeles, Cal. Asks reparation. 


. 14504, Camp Grant Laundering and Cleaning Co., Chicago, IIl., vs. 
Director General, as agent, and C. B. & Q 


Unjust and unreasonable rates on shipments of soldiers’ laundry 


from Camp Grant to Chicago and from Chicago to Camp Grant. 
Asks reparation. 


TRAFFIC BUREAUS CONSOLIDATE. 


The Interstate Traffic Bureau, of Oklahoma City, Okla., an- 
nounces that it has bought all of the equipment, tariffs, etc., 
owned by H. C. McCord, manager of the Oklahoma State Ship- 
pers’ Asociation, at Oklahoma City, and this equipment has been 
consolidated with that of the Interstate Traffic Bureau. 


W. & L. E. NOTE 


The Wheeling & Lake Erie Railway Company has applied 
to the Commission for authority to pledge $154,000 of refunding 
mortgage 5 per cent bonds as collateral security for a short 
term note of $100,000 to be executed and delivered by the ap- 


plicant to the Guardian Savings & Trust Company of Cleveland, - 


O., to evidence a proposed loan of that amount. 


K. & E. ABANDONMENT 


The Commission has authorized the Kentwood & Eastern 
Railway Company to abandon as to interstate and foreign com- 
merce its line of railroad extending from Kentwood to Scanlon, 
La., a distance of 16.53 miles. The line was opened for opera- 
tion in 1905, primarily as a logging road, and since then prac- 
tically its entire tonnage has been forest products. The Com- 
mission said it now appeared that the forest products have 
been exhausted and therefore the company asked permission 
to abandon the line. One farmer living along the line pro- 
tested, saying if the application should be granted he would 
be forced to haul his produce a distance of from 13 to 15 
miles to the nearest town. The Commission said the applicant 
stated that in the past the larger part of the produce has been 
hauled to town in trucks, the farmers not depending upon the 
railroad for transportation. 


MISSISSIPPI & ALABAMA STOCK 


The Mississippi & Alabama has applied to the Commission 


for authority to issue $6,000 in stock to provide funds for opera- 
tions and equipment. 
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Consult us regarding your 


WAREHOUSING 
CHARLES STORAGE 
ll DISTRIBUTION 


Maine = Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 













Total General Storage Capacity 
10,329,000 Cubic Feet 
BATTERY 


od 
WHARF AND 


Wharfage and Dockage _ constitv- 


STORES 


Direct 








Free Stores 











Customs Bonded Stores With Union 
Internal Revenue Bonded Stores eo 


LOS ANGELES HARBOR 


The Greatest Seaport of the Pacific Southwest 
HERE ARE SOME FACTS 


The City of Los Angeles has expended on improvement of its waterfront $9,000,000.00, and has available 
approximately $6,000,000.00. The United States Government has expended approximately $6,000,000.00 on 


the breakwater, dredying and jetty work, with appropriations of nearly $1,000,000.00 available for further 
Federal projects. 


WHARVES AND PIERS 
Municipal wharves are of standard construction, 10,780 feet of wooden piles, creosoted, and deck, and 
3,120 feet of reinforced concrete piles and deck. Private wharves total approximately 24,000 feet. 
TRANSIT SHEDS AND WAREHOUSES ; 
The city owns and operates 5 transit sheds, having a uniform width of 100 feet, and a combined 
length of 4,430 feet. There are also 585 feet of umbrella sheds. All are accessible by rail and paved roads. 
RAILROADS 










All waterfront improvements are served on the same terms by the Santa Fe, Southern Pacific, Union 
Pacific and Pacific Electric Railway Companies through the Municipal Terminal System, which has approxi- 
mately 25 miles of trackage. . 
PILOTAGE ; 


The port may be entered from the open sea in any weather. Pilotage is not compulsory. The easiest 
port to enter on the Pacific Coast. ; 





Further information covering coal and oil facilities, 
stevedoring, handling, wharfage, storage, etc., 
will be promptly supplied upon application. 


The Board of Harbor Commissioners, Los Angeles, California 
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GLASS CONTAINER RATING 


The Trafic World Washington Bureau 


An almost immemorial question, so far as railroads and 
shippers are concerned, has been presented to the Commission 
in briefs filed by the attorneys for the complainants and the 
carriers in No. 13866, National Food Packers’ Traffic Associa- 
tion et al. vs. Baltimore & Ohio et al.; No. 13866, Sub-No. 1, 
Glass Container Association of America; and No, 11130, Indian, 
Packing Co. vs. Director-General and Ann Arbor. It is as to 
whether first class is the proper rating to be put on articles 
in glass containers, particularly articles of food that come into 
competition with articles of food packed in tin containers, when 
shipped in less-than-carload quantities. Briefs were prepared by 
Parker McCollester for the railroads, whose chief witness was 
Frank W. Smith, and Joseph C. Colquitt, Walter E. McCornack 
and I. G. Jennings, in a joint brief. 

The attorneys for the packers of food in glass and the 
manufacturers of glass containers, at the hearing in Pittsburgh, 
September 29, contended that there was no more risk in ship- 
ping in glass containers than in containers of other materials, 
because the glass containers were protected so that the break- 
age was reduced to practically nothing. Less-than-carload ship- 
ments are rated first class. The attack was only on the rating 
in Official Classification territory, in which the bulk of the 
movement takes place. The complainants introduced testimony 
covering loss and damage claims they had filed in one year 
showing that the claims amounted to only about one-half of 
one per cent; in other words, that glass, popularly supposed to 
be fragile, had been a made a safe container, especially when 
protected as the big shippers protect it, for the articles that are 
generally sold in glass. 

The attacking interests contended that the railroads had 
adhered to the first class rating, while giving third class to 
L. C. L. shipments in containers other than glass, almost wholly 
because, in the beginning of transportation by rail, it was as- 
sumed that the glass container was fragile and, unless penalized, 
would be the cause of damage claims that could not be met 
by the exaction of the rates imposed on articles of food carried 
in other kinds of containers. 

The railroads, in their brief and testimony, adhered to the 
theory that glass is a fragile container, although admitting, for 
the same of the argument, that some of the big shippers pro- 
tected the glass containers in such way as to render them com- 
paratively immune from the breakage that might be expected. 





Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 


lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


January 2—Trenton, N. J.—Board of Public Utility Commissioners of 
New Jersey: 


Finance Dkt. No, 2560—In the matter of the application of the 
Barnegat Railroad Company for a certificate of public convenience 
and necessity authorizing it to abandon its entire line of railroad. 

January 3—Minneapolis, Minnesota—Examiner Seal: 
* 1. and S. No. 1698—Intermediate routing via Midland Continental 
Railroad on transcontinental traffic. 
January 3—Boston, Mass.—Examiner Hunter: 
1 oston Wool Trade Assn, vs. Arizona & New Mexico Ry. et al. 
January 3—Argument at Washington, D. C.: 
oss-Sheffield Steel & Iron Company et al. vs. L. & N. et al. 


5504—-Cotton Manufacturers’ Association of South Carolina vs. C. C. 
& O. Ry. et al. 


January 3—Washington, D. C.—Examiner White: 

Fourth Section Application No. 12284, filed by J. H. Glenn for car- 
riers parties to his I. C, C. A227, asking for authority to establish 
rates on lime, C. L., from Ladds and Portland, Ga., to points east 
of a line drawn from Cedartown, Ga., to Newnan, Ga., thence 
via the A. & W. P. R. R. to West Point, Ga., and east of the Chat- 
tahoochee River, in the states of Georgia, Florida, North Carolina, 
South Carolina and Virginia without observing the provisions of 
the fourth section, etc. 

January 3—St. Louis, Mo.—Examiner Gault: 
1. and S. No. 17083—Transit privileges on grain and grain products 
at stations on the Mobile & Ohio Railroad Company. 
January 3—Philadelphia, Pa.—Examiner Dolan: 
14086—The Atlantic Refining Company vs. A. B. & A. Ry. et al. 
14253—Joseph Bancroft & Sons Company et al. vs. P. &. R. Ry. et al. 
January 3—Chicago, Ill_—Examiner Butler: 
“7 ea Fire Brick Company vs. Director General, C. & N. 


. et al. 
14137—Getz-Mitchell & Company vs. Director General. 
January 4—Charleston, W. Va.—Examiner Fuller: 
14074—The Elk Refining Co. vs. B. & O. R. R. et al. 
January 4—Springfield, Mo.—Examiner Donnally: 
1, and S. 1709—Restrictions on number of tonnage slips surrendered 
at transit points on the Frisco Ry. 
January 4—Argument at Washington, D. C.: 
1, and S. No. 1511—Reduced rates from New York Piers. 
1. and S. No. 1597—Reduced rates from New York Piers. 
1. and _S. No. 1559—Sash and doors from Pacific Coast to New York, 
N. Y. 
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Docket of the Commission 
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SETTLEMENTS WITH CARRIERS 


The Commission has certified to the Secretary of the Treas- 
ury that $36,343.49 is payable to the New York Dock Railway 
Company in final settlement of the guaranty, making the total] 
received by the carrier, $86,343.49. 

The Commission has certified to the Secretary of the Treas- 
ury that $39,044.13 is payable to the New York Dock Railway 
Company in final settlement for the amount due the carrier 
in reimbursement of its deficit during the period of federal 
control, the total having been found to be $103,044.13. 

A similar certificate was issued in favor of the Mississippi 
Eastern for $38,262.75. 

The Commission has certified to the Secretary of the Treas- 
ury that payment of $3,628.03 will make good the guaranty to 
the Washington & Vandemere of North Carolina. 





FORT WORTH & RIO GRANDE NOTES. 


Application has been made to the Commission by the Fort 
Worth & Rio Grande to issue $83,941.04 in demand promissory 
notes to the Frisco in reimbursement of expenditures for addi: 
tions and betterments. 


c. Cc. & 0. BONDS 


Authority has been granted by the Commission to the Caro- 
lina, Clinchfield & Ohio to issue $9,500,000 of first and consoli- 
dated mortgage gold bonds which are to be sold at not less 
than 91% per cent of par and accrued interest and the proceeds 
used in paying off loans aggregating $8,000,000 from the United 
States and in reimbursement of the applicant’s treasury for 
expenditures for capital purposes amounting to $1,500,000. 


NIAGARA JUNCTION STOCK. 


The Commission has authorized the Niagara Junction Rail- 
way Company to issue 10,000 shares of capital stock without 
nominal or par value, in exchange for and retirement of 1,345 
shares of preferred stock and 1,600 shares of common stock which 
is owned by the Niagara Falls Power Company. The company 
said the change was for the purpose of having its capital stock 
represented by shares without fictitious, nominal or par value 
which might be less or greater than the actual value, and to 
eliminate the classification of its capital stock as common and 
preferred, and thereby simplify its accounting methods, and re- 
moving the existing differences between the common and pre- 
ferred stock in their respective rights to dividends. 





January 4—St. Louis, Mo.—Examiner Gault: 
14126—Cape Girardeau Portland Cement Company vs. B. & O. et al. 
January 4—Chicago, Ill.—Examiner Butler: 
14200—Armour Fertilizer Works vs. Director General. 
January 4—Philadelphia, Pa.—Examiner Dolan: ! 
14219—Simon Weil, trading as Morris Weil’s Son, vs. Director Gen- 
eral, P. R. R. et al. 
14299—Worth Steel Company vs. Director General. 
January 5—Washington, D. C.—Examiner Shanafelt: 
14352—Murphysboro Paving Brick Company vs. Alabama & Missis- 
sippi Railroad Company et al. 
January 5—Chicago, Ill—Examiner Kephart: 
1, and S. 1705—Import and domestic rates on vegetable oils from 
Pacific coast points to C. F. A. and W. T. L. points. 


January 5—Argument at Washington, D. C.: . 

6194—Holmes & Hallowell Company vs. Great Northern Ry., Director 
General, et al. 

6357 (and Sub. Nos. 1 to 20)—Imperial Elevator Company et al. vs. 
Great Northern Ry., Director General, et al. 

6552 (and Sub. Nos. 1 to 14)—The Lampert Lumber Company et al. 
vs. Great Northern Ry. et al. 

6715 (and Sub. Nos. 1 to 23)—Interior Lumber Company et al. vs. 
Northern Pacific Ry., Director General, et al. 

6794 (and Sub. Nos. 1 to 6)—The Northwestern Eleavtor Company 
et al. vs. Great Northern Ry., Director General, et al. — 

6983 (and Sub. Nos. 1 and 2)—The Lampert Lumber Company et al. 
vs. C. M. & St. P. Ry., Director General, et al. 

7281 (Sub. Nos. 2 to 8)—Nortz Lumber Company et al. vs. Great 
Northern Ry., Director General, et al. 

7498 (and Sub. Nos. 1 to 3)—Christenson Imes Lumber Company et 
al. vs. Northern Pacific Ry., Director General, et al. 

7656 (and Sub. No. 1)—John Miller Company et al. vs. Northern 
Pacific Ry., Director General, et. al. 

7895—Traffic Bureau of the Commercial Club of Aberdeen, S. D., vs. 
Great Northern Ry., Director General, et al. 

8033—M. S. Alexander et al. vs. C. & N. W., Director General, et al. 

8119 (and Sub. Nos. 1 to 41)—Federal Elevator Company et al. vs. 
Great Northern Ry., Director General, et al. 


January 5—Sioux City, Iowa—Examiner Seal: 
14083—Norfolk Light & Fuel Company vs. A. T. & S. F. Ry. et al. 


January 5—Chicago, Ill.—Examiner Butler: 
14156—Armour & Company vs. Director General. 
14199—Armour & Company vs. Director General. 


January 5—Minneapolis, Minn.—Commissioner Campbell: 
14175—Turner Grain Co. vs. Director General, Great Northern Ry. Co. 

January 5—Oklahoma City, Okla.—Examiner Donnally: 
14178—Liberty Glass Company vs. Mo. Pac. R. R. et al. 
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WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 


Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 


Rand McNally & Co. 








EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager 


GEO. C. McLAUGHLIN, Manager 
KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO. 
O53 tA 25 Beaver Street 
CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 


eee! 
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January 5—Evansville, Ind.—Examiner Koch: 
14315—Evansville Chamber of Commerce et al vs. Ill. Cent. R. R. 
et al. Such fourth section departures as may exist in any of the 
rates involved will be considered. 
January 5—St. Louis, Mo.—Examiner Gault: 
14277—The Barber Asphalt Company vs. L. & N. R. R. et al. 
bP sy No. 1)—Certain-teed Products Corporation vs. L. & N. 
et al, 
January 6—Oklahoma City, Okla.—Examiner Donnally: 
*l, and §. 1713—Switching at Clinton, Okla., on the St. Louis-San 
Francisco Ry. Co. 
January 6—St. Louis, Mo.—Examiner Gault: 
1. and S. 1711—Coke from Chicago, Ill., and St. Louis, Mo.. to Kansas 
and Missouri points. 
January 6—Chicago, Ill.—Examiner Butler: 
14205—Darling Co. vs. Director General. 
14310—Armour & Co. vs. Director General. 
January 6—Clinton, Iowa—Examiner McGrath: 
14399—Clinton Manufacturers’ & Shippers’ Association et al. vs. 
A. T. & S. F, Ry. et al. 
January 8—Philadelphia, Pa.—Examiner Dolan: 
14076—E. I. du Pont de Nemours & Co. vs. Director General. 
January 8&—New York, N. Y.—Examiner Hunter: 
12033—Louisa Schaefer, as executrix under the last will and testa- 
ment of Charles Schaefer, deceased, Charles Schaefer, Jr., and 
Fred W. Schaefer, as executors under the last will and testament 
of Charles Schaefer, deceased, vs. Lehigh Valley R. R. Co. 
January 8—Cincinnati, O.—Examiner Fuller: 
14019—The Davis Fire Brick Co. et al. vs. A. C. & Y. Ry. et al. 
14249—Chicago Retort and Fire Brick Co. vs. C. R. I. & P. et al. 
January 8—Ft. Worth, Tex.—Examiner Donnally: 


12651—Wortham Carter Publishing Co. et al. vs. A. T. & S. F. Ry., 
Director General, et al. 


12670—W ortham-Carter Publishing Co. et al. vs. Ahnapee & Western 
Ry., Director General, et al. * 
January 8—Watertown, S. D.—Examiner Seal: 
bs 4 agama Chamber of Commerce vs. Ahnapee & Western 
y. et al. 
January 8&—Washington, D. C.—Examiner Sweet: 

Valuation Docket No. 150—In re tentative valuations of the proper- 
ties of Bangor & Aroostook Railroad Company, Northern Maine 
Seaport Railroad Company, and Van Buren Bridge Company. 

January 8—New York City, N. Y.—Examiner Hunter: 
a ern sana Corp. vs. Director General, C. R. R. of 


January 8—St. Louis, Mo.—Examiner Gault: 
14113—St. Louis Material & Supply Company v. Director General. 
January 8—Atlanta, Ga.—Examiner McQuillan: 
14117—B. Mifflin Hood Brick Company vs. Director General. 
14228—B. Mifflin Hood Brick Company vs. Director General. 
January 8 —Chicago, Ill.—Examiner Butler: : 
14290—Briges & Turivas vs. Michigan Central R. R. et al. 
anuary 8—Watertown,’S. D.—Examiner Seal: 
14350—Stacy Fruit Company vs. C. M. & St. P. Ry. et al. 
14401—Commerce Assochation of Aberdeen, S. D., vs, A. T. & S. F. 


et al. Such fourth seetion departures as may exist in any of rates 
involved will be considered. 


January 8—Des Moines, Ilowa—Examiner McGrath: 
14407—The Board of Railroad Commissioners of the State of Iowa et 
al. vs. A. T. & S. F. Ry. et al. 
January 8—Terre Haute, Ind.—Examiner Koch: 


ae Public Service Commission of Indiana vs. B. & O. R. R. 
et al. 


January 9—Ft. Worth, Tex.—Examiner Donnally: 

13798—Japan Cotton Trading Co. of Texas vs. Director General. 
January 9—Chicago, Ill.—Examiner Butler: 

14240—Armour & Company vs. D. L. & W. R. R. 
January 9—New, York .City,.N. Y.—Examiner Hunter. 


14082— International Paper Co. vs. Director General, B. & M. R. R., 
et al. : 


January 9—Savannah, Ga.—Examiner McQuillan: 
14319—Floyd & Company ws. Alabama & Mississippi R. R. et al. 


January 9—Chicago, Ill.—Examiner Johnson: 

Fourth Section Application No, 1602 et al.—Various fourth section 
applications or portions thereof not yet passed on by the Commis- 
sion filed on or before February 17, 1911, dealing with various 
classes and commodities, in which the carriers parties thereto 
ask for authority to continue departures from the provisions of 
ft tae section which have been in existence since August 

‘ , ete, 

Fourth Section Application 12323—Authority to maintain rates on 
shingles, lumber and ‘other forest products from points in Cali- 
fornia and other related points to St. Paul, Duluth, Minn., Su- 
perior, Wis., and points taking same rates, etc. 

January 10—Fall River, Mass.—Asst. Chief Examiner Butler: 
14492—Fall River and Norfolk S. S. Co., Inc., vs. S. A. L. et al. 
January 10—Washington, D. C.—Examiner Shanafelt: 

1. and S. No, 1712—Box shooks from Carolina and Virginia points to 
Eastern Trunk Line territory. 

January 10—Chicago, Ill._—Examiner Butler: 
14288—Oscar Mayer & Co. vs. C. & N. W. Ry. et al. 
January 10—New York City, N. Y.—Examiner Hunter: 


a Bakers’ Association et al. vs. Amer. Ry. Express 
Co. et al. 
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Janua 10—Indianapolis, Ind.—Examiner Koch: 
14037—Wright & Wimmer vs. B. & O. R. R. et al. 
14152—Apperson Bros. Automobile Company vs. Lake Erie & West- 

ern R. R. et al. 

January 10—Argument at Washington, D. C.: 

Finance No. 2172—In the matter of application of the Wenatchee 
Southern Railway Company for a certificate of public convenience 
and necessity authorizing it to construct a new line of railroad. 

January 10—Washington, D. C.—Examiner McQuillan: 
14079—Theo. W. Krein, receiver, Muscatine, Burlington & Southern 

R. R. Co. vs. C. B. & Q. et al. 

January 10—Washington, D. C.—Examiner Shanafelt: 

* I, and S. 1712 (first supplemental order)—Box shooks from Carolina 

and Virginia points to eastern trunk line territory. 

January 10—Washington, D, C.—Examiner White: 

Fourth Section Application 12265, filed by the Richmond-New York 
S. S. Co. for authority to establish rail-and-water rates. between 
points in eastern trunk line territory on one hand, and Richmond, 
City Point and Newport News, Va., on the other, the same as the 
rates contemporaneously maintained on like traffic by the all- 
rail lines between the same points, in contravention of the long 
and short haul provision of the fourth section. 

Jenuary 11—Washington, D, C.—Examiner Burnside: 

Finance Docket 1 In the matter of the application of the Abilene 
& Southern Ry. Co. for reimbursement of deficits under Section 
204 of the Transportation Act, 1920. 

January 11—St. Louis, Mo.—Examiner Gault: 
14313—Certain-teed Products Corporation vs. Ark. & La. Mo. Ry. 

et al. Such fourth section departures as may exist in any of the 
rates involved. 

January 11—Spokane, Wash.—Examiner Jewell: 

13709—E. T. Chapin Company et al vs. C. M. & St. P. Ry. et al. 

January 11— Albany, N. Y.—Examiner Dolan: 
13904—The Iroquois Pulp and Paper Company vs. Greenwich & John- 

sonville Ry Co. et ak 

January 11—Chicago, Ill.—Examiner Butler: 
so & Company, Inc. vs. Director General, B. & O. R. R. 

et al. 

January 11—New York City, N. Y.—Examiner Hunter: 
13739—The Tulsa Fuel & Manufacturing Company vs. Director Gen- 

eral, A. T. & S. F. Ry et al. 

January 11—Indianapolis, Ind.—Examiner Koch: , - 
owe Indiana State Highway Commission vs. C. R. I. & P. 

et al. 

January 11—Argument at Washington, D. C.: 
13095—Anderson Lumber Company vs. Northern Pacific Ry. et al. 
13211—Weest Coast Lumbermen’s Association et al. vs. Abilene & 

Southern Ry. et al. 
January 11—Omaha, Neb.—Examiner McGrath: 
14003—Citizens Gas and Electric Company of Council Bluffs vs. A. 
Tv. & S. F. Ry. et al. 
January 12—Washington, D. C.—Examiner Burnside: | 
* Finance Docket No. 242—In the matter of the application of the West 
Virginia Northern Railway Company for reimbursement of deficits 
under Section 204 of the Transportation Act, 1920. 

January 12—Austin, Texas—Examiner Donnally: 
13255—American Publishing Company vs. Director General. 
14184—Malcolm H. Reed vs. Director General. 

January 12—Indianapolis, Ind.—Examiner Koch: 

a Service Commission of Indiana vs. A. T. & S. F. Ry. 
et al. 

Portions of fourth section application No. 959, filed by W. A. 
Proteet, agent, asking for authority to continue rates on sugar 
from points in Colo., Idaho, Kan., Neb., and Utah to points in 
Ill, and Ind., etc. 

January 12—Columbus, Ohio—Examiner Fuller: 
ie +B Ohio Farm Bureau Federation vs. Ahnapee & Western 

Ry. et al. 

January 12—New York City, N. Y.—Examiner Hunter: 
14188—Gerhard & Hey, Inc. vs. Director General, D. L. & W. et al. 

January 12—Argument at Washington, D. C.: 
9702—Memphis Southwestern investigation. Fourth section applica- 

tions covered by F. S. Order No. 7542 in so far as they relate to 
classes and commodities between St. Louis, Mo., Memphis, Tenn., 
New Orleans, La., and other related points, etc. 

Januarv 13—Seattle, Wash.—Examiner Jewell: ; 

*1, and S. 1687—Combination rule for the construction of trans-conti- 

nental rates on lumber and other forest products. 

January 13—Indianapolis, Ind.—Examiner Koch: 


13677—The Public Service Commission of Indiana et al. vs. A. & V. 
Ry. et al. 
January 13—Chicago, lll.—Examiner Butler: 
14234—Parlor Frame Manufacturers’ Association vs. 
R. R,. et al. 
January 13—New York City. N. Y.—Examiner Hunter: 
14154—American Steel Export Company vs. Director General et al. 
January 13—Lincoln, Neb.—Examiner McGarth: 


14289—The Lincoln Chamber of Commerce et al. vs. Arkansas Cen- 
tral R. R. et al. 


January 13—Boston, Mass.—Examiner Dolan: 
a Seymour Manufacturing Company vs. N. Y. N. H. & H. 





Ann Arbor 


R. R. 
14280—Ryegate Paper Company vs. B. & M. R. R. et al. 
January 13—Washington, D, C.—Examiner Marchand: 
Valuation Docket No. 35—In re tentative valuation of the property 
of Carolina & Yadkin River Railway Company. 
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